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- Don’t buy cheap, 
insecure boxes 


whether made of 


wood or fibre 


H. & D. Corrugated 


Fibre Boxes se 


have stood the test of service for yeats. rue, they are 
cheaper than good wooden boxes, but’that is less than 
half the story—_for many commodities they are better than 
any wooden box. The more wooden boxes you buy, the 
scarcer they become, the poorer they are, and the higher 
goes the price. Don’t let this tempt you to buy cheap and 
worthless substitutes, when you can get the best and actu- 
ally save money at the same time—save in first cost, in stor- 


age, in packing and in breakage and pilfering of your goods 
in shipment oa FREE MANUAL “HOW TO PACK IT” EX-] 


PLAINS FULLY. WE SEND IT FOR THE ASKING} 
The Hinde & Dauch Paper Co. 
Canadian Trade, Address: Toronto, Canada SANDUSKY, OHIO 
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SAMPLES ON REQUEST 


Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 








The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti.» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus 


trated, which has been extensively sold to renresent- 
ative carriers and prominent shippers.* ee 
a 


— Less Than aDozen Copies Left 
“sa An Indispensable 


INVENTION:~> 


Perse Reference Work 
















The demand for this book has been so extensive 
that only a comparatively small number remain and in 
ny nota. a few weeks copies can no longer be obtained. This 
ur <i represents the last opportunity to get one of these dar- 
Poet ASS: able volumes of the Digest of Federal and State Court 
“TS Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Oourt 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 
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418 South Market Street, Chicago 
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Probably no sphere of human activity contains 
sO many progressive minds as the traffic and 
shipping world. 

But it has still a few human ostriches who feel 
very comfortable hiding their heads in the sand 
of conservatism, so they cannot see the “clear 
track” signals for the train of progress. 


If you come across some of these comfortable 
minds—too snug for their own safety—you will 
render them’a service by calling their attention to 
the progress made in packing methods. 

Come to think of it, when you consider how long 
we have been using twine and nails and other 
grandfather methods, and how radically differ- 


There are some human Ostriches in every field 


G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 


ently we do things in other lines of human en- 
deavor,: you will agree that it is high time 
twentieth century principles were applied in the 
packing room. 

It has been our privilege to be a “trail blazer” in 
this field. As patentees and pioneers of the 
gummed tape sealing systems, we practically cre- 
ated a new industry. 

The result of these years of specialized experience 
in solving the problems of America’s greatest 
shippers, is at your disposal through our 


Free Service Bureau 


Write to it. It is glad to answer questions. 
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Fruits, vegetables and other Wells Fargo uses iron-bound For carrying money and jew- 
perishables, travel in express safety trunks in transporting els, the express employs fire 
refrigerator cars. small packages. proof steel safes. 








Automobiles are easily loaded Armed messengers protect For horses and other valuable 
into the special end-door garage your shipments in Wells Fargo livestock, the express provides 
ears used on Wells Fargo lines express cars. stable-cars — with separate 
; stalls. 


Specialized ‘Transportation 


It is the function of the Express 
to carry anything to anywhere, 
quickly and safely. And yet— 


Express transportation is highly 
specialized transportation. 


For each particular class of 
traffic, the Express provides a 
means of carriage especially suited 
to the character of the shipment. 


The express affords your goods, 
specialized transportation—a serv- 
ice of efficient facilities. 


Speed Your Goods by Express 
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FAIRNESS TO THE RAILROADS. 


Just a word in regard to the charges that the 
railroads have been attempting to influence the de- 
cision of the Interstate Commerce Commis- 
sion in the advance rate case. One of the ways 
in which it is alleged they have tried to do this is by 
“flooding the country with prepared interviews and 
instigating editorial support.” We have only to say 
that so far as our observation goes—and we sup- 
pose our opportunities for observation have been 
about as good as any—the railroads have done noth- 
ing in the “flooding the country” line but to pre- 
pare, through a committee selected for the purpose, 
in convenient and intelligent form, proper matter 
for publication. They have been of assistance to 
editors in this matter and the only possible way that 
this could possibly be construed as influencing edi- 
torial opinion is that it might create, in the news- 
paper offices, a feeling of gratitude toward the rail- 
roads and an opposite feeling toward the opponents 
of the railroad point of view. Since the men in the 
newspaper offices who struggle through speeches, 
briefs and statistics with a view to reducing them 
to printable length and form are not usually those 
who control the editorial policies of the papers, even 
this plan of the railroads can hardly be said to be 
productive of the results complained of. 

For instance, this week the railroads sent out a 
succinct abstract of the brief filed with the Com- 
mission by the thirty-five roads asking for an in- 
crease in freight rates. It was welcome in this 


office, and no doubt in every newspaper office—at 
It is not the 


least to the men who do the work. 
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fault of the railroads that Mr. Brandeis, for ex- 
ample, did not also make an abstract of his brief and 
send it to the papers, and that the newspaper re- 
porters or copy editors had to wade through his 
manuscript and make their own condensations. 
The railroads may perhaps have a feeling that by 
thus aiding the newspapers they are currying favor, 
but we believe their only idea has been to get their 
point of view presented intelligently with the sal- 
ient features not overlooked. It is up to the editors 
to see to it that the other side is presented with 
the same clearness. 


We confess we cannot quite understand the men- 
tal attitude of the editor who, when his paper re- 
ceives from the railroads an intelligent compilation 
of statistics or abstract of a brief or argument, ex- 
claims: “The railroads are trying to instigate my 
support; down with ’em.” Rather we should think 
he would feel mildly grateful to the railroads for 
lightening his work and mildly regretful, also, that 
the other side was not equally thoughtful of his 
comfort, and then instruct his staff to use pains to 
see, in view of the fact that the railroads had pre- 
pared their case so well, that the other side was as 
well presented. 


AGREEMENT ON WEIGHING RULES. 


It is a matter of congratulation to both shippers 
and railroads that the committees of the National 
Industrial Traffic League and the American Rail- 
way Association have been able to agree on a code 
of weighing rules. The rules drafted by the joint 
committee have been adopted by the league and 
will no doubt be adopted by the railway associa- 
tion. In the code agreed on, neither side gets all 
it wants. That is characteristic of almost any agree- 
ment. It is a “give and take” agreement which, 
while it does not remove every matter of contro- 
versy, is, nevertheless, of great value and does much 
to simplify the situation. Aside from its practical 
results, it is valuable as illustrating the spirit of 
co-operation between shipper and carrier and what 
can be accomplished by their working together. 


It is especially noteworthy in connection with 
these rules that an agreement has been reached pro- 
viding that cars may be weighed in motion only 
when uncoupled and free at both ends. This does 
away with the old method of weighing which former 
Commissioner Prouty referred to as belonging to 
the “dark ages of car scaling.” It did indeed be- 
long just where he put it. A shipper who is in 
doubt as to the correct weight of a car received may 
now feel some assurance of having his grievance 
adjusted or himself proved wrong. The old method 
of weighing cars was of little value, and after the 
consignee had convinced himself that there was 
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something radically wrong in the weight of the car 
as given, it was small satisfaction to him to have 
the car taken to the nearest scales, reweighed in 
the same loose fashion, and then be told that the 
weight as given had been verified and found to be 
correct. It is a method which the railroads might 
well have given up without being driven or even 
asked, and the Traffic League is entitled to credit 
for bringing about this end and other reforms. 
Much is to be looked for from its continued con- 
ferences and negotiations with the railroads in kin- 


dred matters. 


SPOTTING TARIFFS. 

The filing of spotting tariffs in Central Freight 
and Trunk Lines territory brings the question of 
whether a charge for spotting cars should be made 
squarely before the Commission for decision. Since 
these tariffs are filed to become effective May 27, by 
which time the Commission will probably not have 
decided the advanced rate case, the matter must 
be decided irrespective of the application of the 
roads for a five per cent increase in rates, or the 
spotting tariffs must be suspended, to be passed on 
at a later date. In either case the Commission 
has a concrete proposition before it. We imagine 
it will postpone the spotting matter until after the 
advance rate case is disposed of and the proposed 
charge for spotting will be considered in the light 
of the decision in the matter of a general increase 
in rates, in connection with which the suggestion 
for a spotting charge was made and of which broad 
question it has become a part. We do not see, 
really, how it can be considered apart from the 
broader proposition, since if the railroads get the ad- 
vance they are asking, they presumably do not need 
the revenue proposed to be obtained from a charge 
for spotting service. 

There is still, however, aside from this, the ques- 
tion as to whether a charge for spotting would be 
proper in theory and the question as to whether the 
particular kind of charge proposed in the tariffs 
filed is a proper application of the theory, assuming 
the theory to be sound. As we have pointed out 
before, we think the form of the tariffs filed is bad. 
The language is so loosely drawn in its definition of 
spotting service as “the service beyond a reasonably 
convenient point of interchange,” as to be almost 
certain to cause trouble in its general application 
and unending misunderstanding and confusion in 
individual cases. If there is to be a charge for 
spotting service, the tariffs filed, it seems to us, will 
have to be recast. 


GRAIN INCREASE SUSPENDED. 
The Illinois public utilities commission has granted 
a further suspension until July 1 of the proposed increase 
of 1 cent a hundred pounds in rates on grain. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 





John J. Telford, secretary- of the. Transportation 
Committee of the Louisville Board of Trade, was born near 
the city of Belfast, Ireland, in 1850. He came to Canada 
in 1869, and enlisted and served under Sir Garnet Woolsey 
in the first expedition to Red River. After serving 





JOHN TELFORD. 


through the Red River expedition, Mr. Telford joined the 
North American Boundary Survey Commission, and served 
with it on the British side in a joint survey made by 
the Americans and British on the boundary line beginp- 
ning at Rainy River and going to the coast. He then 
returned to Toronto, and served with the Grand Trunk 
Railroad in the Local Freight Office, and afterwards as re- 
lieving agent west of Toronto. He left the Grand Trunk 
in 1879 and entered the Traffic Department of the Louis 
ville & Nashville Railroad, at Louisville, where he re 
mained until] 1893. In February of that year he was ap 
pointed secretary of the Transportation Committee of the 
Louisville Board of Trade. 


UNIFORM FREIGHT CLASSIFICATION, 


Uniformity of railroad freight classification would be 
provided in a bill favorably reported by a subcommittee 
to the House interstate and foreign commerce committee 
at Washington. The bill would empower the Interstate 
Commerce Commission to prescribe “just and reasonab!e 
classification of freight, both individual and joint, 
plicable on interstate commerce throughout the United 
States.” 
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CURRENT TOPICS IN WASHINGTON 





Advance Rate Arguments.—Argu- 
ments in the five per cent increase 
case have been singularly unproduc- 
tive of any new thought on the sub- 
ject. The fact is that the arguments 
in chief were made in the form of 
statements as to the necessities of 
the carriers submitted to the Com- 
mission by the attorneys in advance 
of the introduction of testimony. To 
those who listened to the hearings 
and to the arguments, there has seemed to be a vast 
waste of time. But the fact that much of the testimony 
was taken in the hearing before only one of two commis- 
sioners, or in the presence of Examiner Gerry, shows why 
arguments in a purely formal way were necessary. The 
informal method of the Commission in its hearings, ad- 
mitting of much argumentative matter, is frequently an ad- 
vantage, but that is not the fact with regard to this case. 
The argumentative material was introduced at the hearings 
and then repeated at the formal argument. The main 
contention of the carrier, boiled down to its essentials, is 
that “we need the money because we have spent all we 
took in during the prosperous times. We may not have 
had a good case when we started, but look at the returns 
now.” Clifford Thorne argued, in effect, that if the car- 
riers had-not over-maintained their property, they would 
now have the reserve needed to carry them over this 
period of depression when the returns are not so good as 
for the corresponding months of 1913, but still a little 
ahead of 1911. Mr. Brandeis said that to grant a horizontal 
increase would merely intensify the injustices and in- 
equalities that now exist; that this is not the way to get 
the additional revenues, his suggestion being that by im- 
posing separate charges for the unremunerative services 
which have some times been called free, and by increasing 
the passenger rates, the additional revenue would be 
forthcuming. 





The LaFollette Resolution—Robert Marion LaFollette, 
that incessant brewer of “medicine,’ using the word in 
the Indian sense, has induced the Senate to adopt his 
resolution calling on the Commission to send to the Sen- 
ate all the anonymous communications, signed or un- 
signed statements, etc., obviously intended to influence 
its decision in the pending five per cent case. Nobody 
seems to have taken the trouble to inquire of him, with 
any degree of earnestness, what he is trying to do. It 
is taken for granted that he is trying to discredit the 
fight the carriers have made in behalf of the increase, 
by means of letters written by their women stockholders, 
by printed summaries of the testimony given by their 
witnesses and by similar summaries of the arguments 
made by their lawyers. But it would seem that while he is 
trying to show the wickedness of the railroads that he 
is throwing considerable reflection on the Commissioners. 
They are supposed to be able to decide the case without 
being influenced by anything other than facts. If the 
communications do not contain facts, the Commissioners 
cannot be influenced by them, unless LaFollette assumes 
that they are weaklings. Courts do not generally become 
excited over anonymous communications, nor do they 
pay a great deal of attention to what is published about 
a case unless the publications become so outrageous that 
they really defeat themselves by their very virulence. 
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The newspapers in Washington, the ones the Commis- 
sioners see every day, have been devoting practically 
no space to the advanced rate case, therefore if the car- 
riers have been carrying on a wicked campaign, they have 
overlooked the best manner of approaching the Commis- 
sioners. Senator LaFollette, it would seem, would be the 
last man in the country who should object to publicity. 





New York Central Consolidation—The report of the 
Commission on the proposed consolidation of the New 
York Central and the Lake Shore was a good deal of a 
surprise to those who assumed that because the Senate 
raised the question as to whether that was for the public 
interest, the Commission would make a negative answer. 
There are a good many who heard the testimony who 
had doubts as to whether the Central made out a good 
case as to the necessity for such a bond issue as is con- 
templated. But the decision of the Commission must be 
taken as indicating that men who know more about the 
subject than any other set of men in the country have 
been convinced that the wiping out of the artificial line 
at Buffalo will at least not damage the public interest. 
Those who have read the opinions of the Commission 
should not be surprised that it looks with favor upon a 
welding together of parts of a big system. Many a report 
of the Commission says that the railroads of the country 
must be considered as national highways on which the 
fewer the obstructions the better. Every time the Com- 
mission prescribes a joint rate over a through route, in 
principle it approves a consolidation. Consolidations mean 
an increase in the number of one-line hauls, and one-line 
hauls mean lower through rates than the Commission 
has ever felt empowered to make for two-line hauls. The 
Commission has nothing to do with the anti-trust law. 
Probably if its members were told to express their opin- 
ions on the subject, they would say it is foolish to forbid 
consolidations so long as it is possible for the Commission 
to prevent imposition on the public which unification 
might make possible. If there is regulation, prohibition 
is unnecessary if not positively foolish. 









War Affects Interest in Railroad Matters.—The threat 
of war hanging over the land when the advanced rate 
case was argued reduced the public attention to what is 
probably the end of the direct issue, so far as testimony 
and argument are concerned, to a point which three 
months ago would have seemed impossible. Instead of a 
room crowded with newspaper correspondents, there never 
were more than four or five in attendance. The others 
were watching for developments from Mexico. In the 
desire to see what was likely to happen next in Mexico, 
the Alaskan railroad project has been absolutely laid 
aside, not merely by the men who write about things 
happening in Washington, but by public officials as well. 
But for the troubles south of the Rio Grande, there would 
probably be a great deal of interest in the personnel of 
the staff which President Wilson intends sending to the 
far northern territory. Just now, however, there is none, 
and the President said a few days ago that he had not 
been thinking about the subject at all. A. E. H. 


ORDER VACATED. 


The carriers whose tariffs were suspended under 
I. and S. Docket No. 363—Grain rates to Louisiana points, 
having canceled out the tariffs suspended until May 1, 
1914, the Commission has vacated and set aside its order 
under this I. and S. number. 
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Decisions of Interstate Commerce Commission 


BOND ISSUE APPROVED 
CASE NO. 5960 (30 I. C. C., 147-152) 
IN THE MATTER OF A PROPOSED BOND ISSUE BY 
THE NEW YORK CENTRAL & HUDSON RIVER 
RAILROAD CO. 
April 13, 1914. 


By direction of Senate resolution the Commission reports to 
the Senate the facts, and its opinions on certain questions 
raised thereby in connection with the New York Central & 


Hudson River R. R. Co.’s proposal to consolidate with that 
company the Lake Shore & Michigan Southern Ry. Co. and 
certain of its owned or controlled lines, and to refund 
$90,578,400 of the New York Central Co.’s Lake Shore col- 
lateral 3% per cent bonds with the consolidated company’s 
4 per cent mortgage bonds in consideration for the consent 
of these bondholders to the consolidation. 

Report of the Commission to the Senate of the United 


States. 


BY THE COMMISSION: 

The Interstate Commerce Commission has the honor 
to report the result of its investigation, conducted pur- 
suant to the resolution of the Senate of July 10, 1913, 
reading as follows: 


Resolved, That the Interstate Commerce Commission be in- 
structed to investigate, if it has not the information now in 
hand, and report to the Senate, all the facts and circumstances 
connected with the proposed issue by the New York Central & 
Hudson River Ry. of 4 per cent mortgage bonds for $167,102,400, 
for the purpose of taking up outstanding 3% per cent bonds 
now existing against said railroad and the stock of the Lake 
Shore and Michigan Central Railways. 

That the Commission be instructed to furnish the Senate 
with the date and amount of all said 3% per cent mortgage 
bonds, the reason for their issue, when they mature, whether 
the issuing of the said 4 per cent bonds for the said 3% per 
cent bonds will not be an unwarranted and illegal capitalization 
of said railroads, whether the proposed consolidation of said 
railroads involved in the said proposed issue of 4 per cent bonds 
would not be unwarranted and unlawful, and whether the in- 
crease of the rate of interest thus proposed by the issuing of 
said 4 per cent bonds is necessary, even though the consolida- 
tion of said railroads is unobjectionable. 

The New York Central & Hudson River Railroad 
Co. will be referred to in this report as the New York 
Central, the Lake Short & Michigan Southern Railroad 
Co. as the Lake Shore, and the Michigan Central Railway 
Co. as the Michigan Central. 

The $167,102,400 of bonds referred to in the Senate 
resolution constitute the total of the New York Central’s 
Lake Shore collateral bonds for $90,578,400, issued in 
1898, to mature in 100 years, in payment for about 90 
per cent of the stock of the Lake Shore at $200 a share; 
its Michigan Central collateral bonds for $19,336,000, issued 
in 1898, to mature in 100 years, in payment for about 
90 per cent of the stock of the Michigan Central at $114 
a share; its debenture bonds for $48,000,000, issued in 
1904, to mature in 30 years, and its debenture bonds 
for $9,188,000, issued in 1912, to mature in 30 years. The 
Lake Shore and Michigan Central collateral ponds bear 
interest at 3% per cent; the debenture bonds at 4 per 
cent. The par value of the stock purchased as above 
shown is $100 a share. The Lake Shore collateral bonds 


are secured by pledge of the Lake Shore stock, and the 


Michigan Central collateral bonds by pledge of the Michi- 
gan Central stock, for which they were issued in pay- 
ment. None of the bonds mentioned, collateral or de- 
benture, is secured by mortgage, but as to all of them 
the New York Central is bound by covenant contained 
in the respective indentures under which they were 
issued to secure them in any future mortgage which it 
may place upon its property. The New York Central 
is also bound by the further covenants not to consolidate 
the Lake Shore with the New York Central without first 
obtaining the written consent thereto from the holders 
of three-fourths of the Lake Shore collateral bonds, and 
not to vote the stock of the Lake Shore in favor of any 
increase in the Lake Shore’s capital stock, which is $50,- 
000,000. Similar covenants in the two respects last noted 
are contained in the indenture under which the New York 
Central’s Michigan Central collateral bonds were issued. 

The New York Central extends from New York to 
Buffalo and the Lake Shore from Buffalo to Chicago. 
The New York Central now desires to consolidate the 
Lake Shore with the New York Central, not only in the 
interest of the through traffic of the two companies be- 
tween New York and Chicago, but more particularly in 
the interest of simplicity and strength in the financing 
of the two companies. The Lake Shore owns all of 
the stock of the Toledo & Ohio Central Railway Co.; 
of the Chicago, Indiana & Southern Railroad Co., and 
of the Jamestown, Franklin & Clearfield Railroad Co., and 
a trifle more than 50 per cent of the stock of the Pitts- 
burgh & Lake Erie Railroad Co., and of the New York, 
Chicago & St. Louis Railroad Co. The New York Cen- 
tral intends to include all of these companies so owned 
or controlled by the Lake Shore, together with certain 
of their subsidiaries, in the consolidation, except the 
New York, Chicago & St. Louis Railroad Co. The cap- 
ital stock and bonded debt of the principal companies 
which the New York Central proposes to consolidate are 
as follows: 


Company. Stock. Bonds. 
New York Central & Hudson River R. R. 

Ra ET le oe awn $225,581,100 $291,211,400 
Lake Shore & Michigan Southern Ry. Co. 50,000,000 150,000,000 
Pittsburgh & Lake Erie R. R. Co....... 29,988,000 4,000,000 
Toledo & Ohio Central Ry. Co........... 10,208,000 8,500,000 
Chicago, Indiana & Southern R. R. Co.. 20,000,000 20,000,000 
Jamestown, Franklin & Clearfield R. R. 

Be, da vices c6-05 CN SSU Eb eres beteresc oho tues 3,000,000 11,000,000 


Included in the $291,211,400 of the New York Central’s 
bonds shown in the above table are the $167,102,400 of 
bonds referred to in the Senate resolution. 

The New York Central states that the proportion 
of bonds to stock of the Lake Shore approaches closely 
the limit of separate and economic financing of that 
property, and that the situation as to the Lake Shore 
is further complicated by the restriction mentioned with 
respect to any future increase in its capital stock. The 
New. York Central proposes to provide for the issuance, 
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following the consolidation of bonds secured by mortgage 
on the combined properties, to be available for refunding 
the present bonded debt of the two companies and for 


additional future capital needs of the consolidated com-. 


pany so far as those needs are to be met by the sale of 
bonds. It represents that such a simplified series of 
bonds, each of equal lien, would find readier confidence 
with the investing public than would the separate issues 
of the two companies, each subject to previous issues 
of prior lien, and that they would soon become estab- 
lished in the market as the consolidated company’s stand- 
ard bonds. 

The issue of $167,102,400 of bonds referred to in 
the Senate resolution is but a step in this general plan 
of future financing of the two properties. The New 
York Central proposes to secure those bonds by mort- 
gage on the property of the New York Central, and, fol- 
lowing the consolidation, by mortgage on the property 
also of the Lake Shore, under what the New York Central 
designates its consolidation mortgage. It has been ex- 
plained that the New York Central is bound by covenant 
of indenture to secure by mortgage its Lake Shore col- 
lateral bonds, its Michigan Central collateral bonds, and 
its debenture bonds of 1904 and of 1912 before it may 
place other mortgages on its property, and it is to carry 
out this promise that it proposes to execute the consoli- 
dation mortgage. This mortgage restricts the issuance 
of bonds thereunder to the exact amount of these col- 
lateral and debenture bonds, that is, to the total of the 
$167,102,400 referred to in the Senate resolution, and 
provides that the New York Central may, following the 
consolidation, issue 4 per cent bonds thereunder in ex- 
change for all or any part of those bonds. The final 
bond which the New York Central contemplates as its 
standard consolidated company security it proposes to 
authorize and secure by another mortgage, which it 
terms its general refunding and improvement mortgage. 
This mortgage authorizes the issuance of bonds sufficient 
in amount to refund all prior indebtedness of the con- 
solidated company, including the consolidation mortgage 

: and to provide for such future bonds as may from 
time to time be required for the consolidated system. 
Its only restriction is that there shall at no time be 
outstanding thereunder bonds exceeding in amount three 
times the capital stock of the consolidated company, and 
that additional bonds beyond $500,000,000 may be sold 
only to the extent of 80 per cent of the cost of needed 
improvements. The New York Central estimates that 
the consolidated company will require within the next 
10 years $350,000,000 of new money for addition and 
improvement purposes, a sum which would increase the 
present bonded debt of the consolidated company to more 
than $800,000,000. Unless increased in the meantime, 
there would be then outstanding against the consolidated 
company $275,581,100 of capital stock. The consolidation 
would have the effect of removing the present restriction 
with respet to the increase of the Lake Shore’s capital 
stock. It is, therefore, problematical what the stock and 
bond capitalization of the consolidated company under 
the proposed plan would eventually be. 

We have explained that this general plan of future 
financing of the two companies is dependent upon the 
consolidation taking place, and that the consolidation is 
contingent upon the New York Central obtaining the 
written consent thereto from the holders of three-fourths 
of the Lake Shore collateral bonds. In December, 1911, 
the New York Central, in order to procure that consent 
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offered to secure these bonds by mortgage on the prop- 
erty of the New York Central, and, following the con- 
solidation, on the property also of the Lake Shore, in 
conformity with the covenant mentioned, and to. provide 
for the payment of certain taxes on these bonds under 
the New York law. In response to this proposal, consents 
representing only $20,500,000 of the required $67,933,800 
were received. In May, 1913, the New York Central 
offered, in addition to the mortgage security of the first 
offer, to extend to these bondholders the opportunity, 
following consolidation, of exchanging their 31% per cent 
collateral bonds for 4 per cent consolidation mortgage 
bonds. As the collateral bonds have 84 years yet to run, 
the exchange would have the effect of adding annually 
to the fixed charges of the consolidated company for that 
period $452,892 if the entire issue should be exchanged, 
and $339,669 if the offer should be withdrawn after se- 
curing consents only of the necessary three-fourths. The 
New York Central proposes this increase in interest rate 
to be effective under its present plan only as to the $90,- 
578,400 of the $167,102,400 mentioned in the Senate reso- 
lution which represents its Lake Shore collateral bonds. 
While the New York Central concedes that it reserves 
the right under the consolidation mortgage to make the 
same offer of exchange to holders of its Michigan Cen- 
tral collateral bonds and of its debenture bonds of 1904 
and of 1912, also secured under that mortgage, it declares 
that it has no present intention of including the Michigan 
Central in the consolidation, and therefore no present 
intention of offering the opportunity of exchange to the 
holders of those bonds. Its debenture bonds of 1904 
and of 1912 now bear interest at 4 per cent. 

We have stated that the New York Central states 
its main object in consolidating to be not so much to 
effect economy in operation of the two companies as 
to afford a broader basis for their future financing. 
Nevertheless, it represents to us that by the consolidation 
substantial savings can be made. It estimates that per- 
haps $325,000 a year can be saved by unification and 
simplification of accounting, by the elimination of inter- 
line records, reports, printing, etc., incident to the con- 
solidation. It also represents that perhaps $200,000 an- 
nually can be saved under the federal income tax law; 
for example, the present triplicate taxation under that 
law of the 50 per cent of Pittsburgh & Lake Erie Rail- 
road Co.’s dividends that pass first to the Lake Shore 
and finally, to the extent they enter into 90 per cent 
of the Lake Shore’s dividends, to the New York Central, 
will be stopped, and only the one tax thereon as part 
of tne earnings of the consolidated company be required. 
Finally, it expresses the opinion that by reason of greater 
public confidence in a bond of the consolidated company 
over separate bonds of the two companies the saving 
to it in interest charges in connection with the sale of 
new bonds under the refunding and improvement mort- 
gage will more than offset the annual increase of $452,892 
in interest charges which it proposes to pay as a maxi- 
mum to the Lake Shore collateral bondholders for their 
consent to the consolidation. 


It seems probable that by the consolidation. a sub- 
stantial saving can be effected, possibly a sum equal to _ 
that last above stated. 


We think that from the standpoint of economy in 
operation and facility in the future financing of the two 
companies the consolidation is warranted. Neither the 
consolidation itself nor the exchange of bonds on the 
basis of increased interest rate indicated, incident thereto, 
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would, so far as we are advised, offend any federal statute. 
The question whether the exchange of the Lake Shore 
collateral bonds on that basis is warranted will be 
answered by our reply to the Senate resolution’s further 
question, whether the exchange as proposed is necessary 
even though the consolidation of the two companies be 
found unobjectionable. We have stated that, in response 
to the New York Central’s first offer to the holders of 
its Lake Shore collateral bonds of a mortgage security 
for their bonds in consideration for their consent to the 
consolidation, consents representing only about $20,500,000 
of the required $67,933,800 were received. On the date 
the taking of testimony before us was concluded most 
of the required consents had been secured under the 
New York Central’s second offer of an increased interest 
rate in addition to that security. We have been since 
advised by the New York Central, by letter, that the 
necessary consents have been received. We think that 
as a practical matter the exchange of the 3% per cent 
Lake Shore collateral bonds for 4 per cent consolidation 
mortgage bonds is, under the circumstances disclosed, a 
necessary step in the carrying out of the proposed con- 
solidation plan as outlined to us by the New York Central. 

What we here say is aside from any question as to 
the necessity or advisability of federal control of the 
issuance by railroads of their securities or, in lieu of 
that control, of a requirement for full measure of pub- 
licity with respect thereto. Whether one or the other 
of these measures or some other provision looking to 
the same purpose should be enacted into law is a ques- 
tion we deem it unnecessary to discuss in this report. 
We have under existing law no jurisdiction or control 
over such matters. We have expressed our views on 
the subject in previous reports. 

The execution of the mortgages referred to herein, 
and the issuance of bonds thereunder, are subject to the 
approval of the public service commission of the state 
of New York (second district) and of the board of public 
utility commissioners of the state of New Jersey. They 
have approved the execution of both mortgages. This 
approval does not extend, however, to the issuance of 
bonds thereunder or to the consolidation itself. Separate 
applications must be made for those purposes, and the 
application to consolidate cannot be made unless and 
until the necessary consent of stockholders has been 
secured. Since the taking of testimony before us has 
been concluded an application made by the New York 
Central to the New York and New Jersey authorities for 
leave to issue $70,000,000 of bonds under the refunding 
and improvement mortgage to refund certain short-term 
notes that mature in 1914 has been granted. 


Certain New York Central stockholders have objected 
to the proposed consolidation, not only on the ground 
that the increase in interest rate on the Lake Shore col- 
lateral bonds is unwarranted and, as they state, in vio- 
lation of statutes of the state of New York in certain 
respects, but also because, as they allege, the consolida- 
tion will violate the Sherman anti-trust act unless prior 
thereto the New York Central disposes of its stock in 
the Michigan Central and in certain lake lines between 
Buffalo and Chicago and Buffalo and Detroit, and unless 
also the Lake Shore first disposes of its stock in the 
New York, Chicago & St. Louis Railroad. These stock- 
holders state that the Michigan Central, the New York, 
Chicago & St. Louis Railroad and these lake lines are 
competing routes with the Lake Shore. We think this 
question is one more properly to be passed upon by the 
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Department of Justice, and as to it we therefore express 
no opinion. However, it would seem that if this owner- 
ship of stock in parallel lines by the New York Central 


and Lake Shore violates the anti-trust law, the offense 


is as complete now as it would be after the consolidation. 
The New York Central’s relation to lake lines will be- 
considered in connection with cases before us under the 
Panama Canal act. 


CHATTANOOGA LOG RATES 


1. AND S. NO, 256 (30 I. C. C., 36-39) 


Submitted Feb. 12, 1914. Decided March 3, 1914. 


1. Rates on logs which would have been made effective by the 
tariff umder suspension held unreasonable, but the re- 
spondent will be permitted to substitute for the present 
rates a scale of rates proposed at the hearing. 

2. Shippers have no such vested interest in a rate by reason 
of contract or by reason of investments made under an ex- 
isting rate, that this fact standing alone would preclude the 
raising of the rate if same were found unreasonably low. 


R. Walton Moore and C. J. Rixey for Alabama Great 


Southern Railroad Co. 
O. L. Bunn for protestants. 


Report of the Commission. 


McCHORD, Commissioner: 

The tariff under suspesnion is designated as Alabama 
Great Southern supplement No. 1 to I. C. C. No. 1085, 
filed to become effective May 10, 1913, suspended until 
March 6, 1914, which suspension date has been further 
extended voluntarily by the respondent 90 days, or to 
June 4, 1914. 

The tariff under suspension cancels the present rates 
on logs and puts into effect the interstate mileage rates 
carried in the respondent’s tariff I. C. C. No. 1114, which 
rates are materially higher than those now in effect. 
At the hearing the respondent offered a scale of rates 
somewhat higher than the present rates and materially 
lower than the rates which would become effective by 
reason of the cancellation as above. These three sets 
of rates will be designated hereinafter as follows: The 
rates now in eifect will be referred to as the present 
rates; the rates which would become effective by reason 
of the cancellation carried in the suspended tariff will 
be referred to as the interstate mileage rates, and the 
rates offered at the hearing will be referred to as the 
proposed rates. 

The table following sets forth the .three sets of rates 
with which we are here concerned. 

PRESENT RATES (1. C. C. 1085), INTERSTATE MILEAGE 
RATES (I. Cc. GC. 1114), AND PROPOSED RATES, IN 
CENTS PER 100 POUNDS 

Proposed 

rates, c. 1. 

Interstate minimum 

Present mileage 40,000 
rates, c.l. ratesc.l. Ibs. over 


minimum minimum 140 miles 


Distance in miles. 10,000 Ibs. 30,000 Ibs. 30,000 Ibs 


OS Pe re, pe ee 2% 4 2 
ee ee OO BO detec b ess counes cdots eae 4le 2% 
Sn I 2 Se es cri oe. 0'y) wiwin win bee 2% 4% 2% 
26 ana@ over 20 ......... obi ition 2% 5 3 
Pe GEG D> ob eae wees hide webbe ceva 2% 5 3 
we eee ye nwt eal 2% 5% 3 
Pe 2h. ccs es heen cide baaw e's 608 2% 5% 3 
Se ee ne SO eas iN owed ie iwe Kaba 34 5% 3% 
et OYE. 6 sa sles ad edadedee Sea . 3% 5% 314 
ey I Oo ooo eves tances seeks 3% 5% 4 
Ps er ee -. 3% 5% 4 
#5 and over 60 ......... ER Te See 6 4l, 
FOE So icuin ub.ok 06.5 Ce ORES e'ob Bho 6 41, 
ee” CEs ws ecand eer ha teenies 3% 6% 51% 
a Re I eer er ore 3% 6% 5% 
OO in oc dels on acwrcenspcetas 31% 6% 5le 
PE EE, ME als go ib.0. Go 4 0064s ee 0eses 3% 7 5% 
pS ee EP rrrreeeererenere Tree 3% 7% 5 
100 aNd Over 95 ....ccccccesecccceses 3% 7% 51% 
Be WO DO RO ois aN ia 0 ag cd be Sees den 4% 7% 5% 
SN OR FOO in. pk hc pan ccc werendee 4% 7% 6 
Se ee GPO BO na snes seas cctucetdans 4% 8 6 
oe ee ee re) eee so 414 8 6 





— Ghai ia a -’ ae 


the 


hit 
log 
mo 








May 2, 1914 

A ND 8. on oo elainiats aie eden whe 4% Sle 6 
NEE CREED. It ive oie. ¢ <0 waged rw aiteiinn €-«-0,< 414 8% 6% 
pO = See a ee 5 9 6% 
en on a o vaio Be Kka a nee 5 9% 6% 
Sn I RUE UX. 5s cace ae bbeis cect 5 10 7 
NOSE 0 0 hc 0c 0 spt te chadig's iv 5% 10 7 
CUE)... oasah odes cues ss 5% 10% 8 
PE IE RE gic. gc cle ceccecdp eos 5% 11 8% 
PFI re eee 6 11 8% 
SS 6 oss cnc cod aaeedar eke 6 11 8% 
SE UT ID. nbn Sic 6 4's 0'0ye 0's o's 0 Sold. a 6 11 8% 
EE Ss vc tt aedovenren net 6 11 8 
pa a ee 6 11 Sly 
I 6 is 6nd ou doles cman or 7% 11 8% 
SY Sk ong ven ekslca hes 0 7% 11 8g 
pg OME OTe PEPE ET TE cee 7% 11 8% 


There is a conflict in the record as to what is the 
proposed carload minimum. The exhibits show that for 
distances over 140 miles a 30,000-pound minimum is pro- 
posed, and as this figure is used for the comparison 
offered, and since it is in accord with what seems rea- 
sonable, we will assume that such is the proposed mini- 
mum for distances over 140 miles. 

It will be noticed from this table that the proposed 
rates are in most instances higher than the present 
rates, but that they graduate more uniformly with the 
increased distance than the present rates. It appears 
that the present rates apply only from local stations on 
the line of the respondent and that they do not apply 
from junction or common points such as Birmingham, 
Attalla, Gadsden or Meridian, and this situation affords 
a number of inconsistencies, for instance, Birmingham 
takes an 8%-cent rate, while local stations immediately 
north thereof take a 4\%-cent rate, and those immediately 
south a 5-cent rate, and it appears that the purpose of 
the suspended tariff was to iron out these inconsistencies 
and put into effect a scale of rates that would be more 
consistent with the distance. Under the proposed rates 
Birmingham will take a 61%4-cent rate where before it took 
an 8'%-cent rate. 

Comparisons have been offered by the respondent be- 
tween its proposed rates and the rates of other roads 
for hauling logs into Chattanooga, and with the log rates 
of other roads for similar distances into Nashville, Tenn., 
and Memphis, Tenn., and to Ohio River points, from 
which comparisons it appears that the proposed rates 
line up favorably with the rates of other roads into 
Chattanooga and to the other points taken for the com- 
parisons where the traffic conditions appear to be similar. 

It should be noted that, unlike the situation at Mem- 
phis, as disclosed in May Bros. vs. Y. & M. V. R. R. Co., 
26 I. C. C., 323 [The Traffic World, March 29, 1913, p. 
702], the Alabama Great Southern gets none of the out- 
bound shipments of lumber made from the logs it hauls 
into Chattanooga. 

It further appears from that case that for the year 
ending Sept. 30, 1911, the Yazoo & Mississippi Valley 
Railroad Co. hauled 273,368 tons of logs into Memphis, 
while the respondent in this case only hauled 19,898.7 
tons into Chattanooga in the year ending Dec. 31, 1912. 
The periods taken are typical. This traffic moves in gon- 
dolas and flat cars and must bear the return of the equip- 
ment empty. An average trip for a car is ten days. 

As a part of the service included under the proposed 
rate the respondent delivers the logs to the plants of 
the protestants located on its belt line. When the logs 
are received over any other line except the Southern 
Railway a switching charge of $2.50 is made. It appears 
that the Southern absorbs this charge. 

The following table, compiled from respondent’s ex- 
hibit, shows a comparison of the earnings per car on 
logs under the proposed rates and other low-rated com- 
modities for a haul of 200 miles, it appearing that the 
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bulk of the log movement over the line of the respondent 
is from distances which fairly average 200 miles: 


Min. weight Rate per Revenue 

Commodities. per car, lbs. 100lbs., cts. per car. 
RN ee Sakata. Via > 44a@> Doh Kee ee 30,000 kl $25.50 
Be 6d eek ss eRe Ramn aed eearee 30,000 9 27.00 
i ns Re ad's Sing oe b> o's! 30,000 11 33.00 
Grain and grain products........ 40,000 19% 78.00 
COND 5-6 asic bd wow bnbS sa Soe 30,000 14 42.00 
PRO ks ce Baesbse woes endo sets 30,000 12% 37.50 
Geet Ged GRO caine vc de swcntsre< 40,000 9 36.00 
MEE no Sod nln sb pobiediaaw 30,000 12% 37.50 
OG We or issice bee bok Zene stave 25,000 11 27.50 
ey ee ee NS ee eee ee 30,000 11 33.00 


It appears that 15% per cent of the movement of 
logs into Chattanooga is from Tuscaloosa, Ala., at a 
distance of 198 miles; that 49% per cent is from Bir- 
mingham and stations south at distances ranging from 
172 to 275 miles; that 67.3 per cent of the entire move- 
ment into Chattanooga is at distances over 100 miles, and 
that 46 per cent of the movement is for distances over 
200 miles. It appears that the present rates have been 
in effect since 1900, but since that time the distance for 
which the majority of the logs moved into Chattanooga 
has constantly increased by reason of the exhaustion of 
the forests closer to Chattanooga. 

The protestants are sawmill operators with their 
mills located at Chattanooga, Tenn., and some of them 
have large timber holdings in southern Alabama. They 
have made large investments at Chattanooga in the shape 
of plants, and it seems to be their contention that these 
investments were made dependent on the present rate 
being maintained, and that it will injure these invest- 
ments if the rate is increased, and therefore no increase 
is warranted, and the Commission is precluded from 
authorizing higher rates. It has often held that shippers 
have no interest in a rate by reason of contract or by 
reason of investments made under an existing rate such 
that this fact standing alone would preclude the raising 
of a rate if same were found unreasonably low. Rates 
on Crushed Stone, 29 I. C. C., 136 [The Traffic World, 
Feb. 14, 1914, p. 313]; Southern Pacific Co. vs. I. C. C., 
219 U. S., 33, 450. 

From a full consideration of all the circumstances 
presented in the record before us it is our conclusion 
that the rates proposed at the hearing by the respondent 
are reasonable and the Alabama Great Southern Railroad 
Co. will be required to put the rates, as proposed, into 
effect at once by proper publication as prescribed under 
section 6 of the Act to regulate commerce. 

An order will be entered accordingly. 





ORDER. 

It is ordered, That the carrier respondent herein and 
designated in said tariff be, and it is hereby, notified 
and required to cancel, on or before June 1, 1914, the 
rates and charges stated in the schedule specified in 
said order of suspension. 

It is further ordered, That the said respondent be, 
and it is hereby, notified and required to establish, on 
or before June 1, 1914, upon notice to the Interstate 
Commerce Commission and the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of not less than two years after said June 1, 
1914, to apply to shipments of logs (except cedar) in 
carloads from the points of origin named in Alabama 
Great Southern Railroad Co. tariff I. C. C. No. 1040, sup- 
plements thereto and reissues thereof, to Chattanooga, 
Tenn., rates which shall not exceed the following, with 
a carload minimum of 40,000 pounds for distances up to 
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and including 140 miles, and 30,000 pounds for distances 
greater than 140 miles: 


Cents Cents 

per 100 per 100 

Distance in miles. pounds, Distance in miles. pounds. 

PF aaa 2 3110 amG OUGF TO. . 0 cccsevcs 5% 
Be GRE OVEP U6. «2. ccccodis 2% $=<140 and over 110.......... 6 

GO GRE GVGP Bbeicc sc cccasts 3 170 and over 140.......... 6% 
50 and over 40............ 3% 180 and over 170.......... 7 
60 and over 50............ 4 190 and over 180........-.. 8 

Pe OS GUE GPa ovic css csass 4g 275 and over 190.......... 8% 


COAL RATES TO ILLINOIS POINTS 
CASE NO. 5912 (30 1. C. C., 84-88) 
LOMBARD BRICK & TILE CO. ET AL. VS. CHICAGO 

& NORTHWESTERN RAILWAY CO. ET AL. 


Submitted Oct. 25, 1913. Decided April 6, 1914. 

Following Hammerschmidt & Franzen Co. vs. C. & N. W. Ry., 

ante, page 71; Held, That defendants’ rates for the through 

transportation of coal and coke from points east of the 

Illinois-Indiana state line to Lombard, Glen Ellyn, Wheaton 

and West Chicago, Ill., are unduly prejudicial to those points 

and unduly preferential to Chicago and Proviso, IL, in the 

amounts stated herein. 

Bunge, Harbour & Chadwick for complainants. 

Cc. C. Wright and R. H. Widdicombe for Chicago & 
Northwestern Railway Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

W. W. Collin, Jr., for New York Central lines. 

R. V. Fletcher for Illinois Central Railroad Co. 

A. P. Burgwin for Pennsylvania Co. and Pittsburgh, 
Cincinnati, Chicago & St. Louis Railway Co. 

C. B. Curdy for Chicago & Eastern Illinois Railroad 
Co. 

W. F. Peter for Chicago, Terre Haute & Southwestern 
Railway Co. 

W. A. Holley for Chicago, Burlington & Quincy Rail- 
road Co. 

Report of the Commission. 


CLARK, Commissioner: 

Each of the complainants herein is engaged in the 
business of retailing anthracite and bituminous coal and 
coke, their respective places of business being at Lombard, 
Glen Ellyn, Wheaton and West Chicago, Ill. The points 
named are all on the Galena division of the Chicago & 
Northwestern Railway, hereinafter styled the Northwest- 
ern, immediately to the westward of Chicago, at distances 
of 20, 221%4 24.9 and 30 miles, respectively. 

By joint complaint they allege that defendants exact, 
for the transportation of anthracite and bituminous coal 
and coke from points east of the Illinois-Indiana state 
line to the said destinations in Illinois, through rates 
based upon the sums of the intermediate rates, made up 
of the rates to Chicago plus the local or proportional 
rates applicable from Chicago to the respective points 
of destination named, and that the said local or propor- 
tional rates are excessive, unjust and unreasonable, in 
violation of section 1 of the act. The complaint further 
alleges that to Proviso, Ill., a point also on the Galena 
division of the Northwestern, distant 13 miles from Chi- 
cago, within the so-called Chicago switching district and 
intermediate to the complaining points herein, defendants 
apply the Chicago rate; that, by reason of this fact, 
while charging their present rates to Lombard, Glen Ellyn, 
Wheaton and West Chicago, defendants subject com- 
plainants and their traffic, and other like traffic in coal 
and coke to the destinations in question, to undue and 
unreasonable prejudice and disadvantage, and give to 
Proviso and shipments thereto undue and unreasonable 
preference and advantage. The prayer is for the estab- 
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lishment of just and reasonable rates for the future and 
reparation on past shipments. 

The Northwestern has extensive train yards at Pro- 
viso, where it connects with the Indiana Harbor Belt 
Railroad, the latter carrier being a switching road 
through the medium of which the Northwestern receives 
most of the coal and coke traffic moving from the east 
to points on its line west of Chicago. The anthracite 
coal handled by complainants originates in Pennsylvania, 
The bituminous coal and coke, or such part thereof as 
is covered by the complaint, is shipped chiefly from mines 
and ovens in Kentucky and West Virginia. No joint 
rates are published from these eastern shipping points 
to the destinations in question, but through rates are 
made by combination of the rates to Chicago plus the 
rates from Chicago to the respective destinations. 

Coal and coke from the producing territory mentioned 
is, in some instances, delivered by the eastern lines to 
the Northwestern at Fortieth street, in Chicago, but the 
greater part of it is delivered to the Northwestern at 
Proviso, Ill., to which point it is forwarded, as stated, 
over the lines of the Indiana Harbor Belt Railroad. The 
traffic is handled from Proviso in regular local freight 
trains, from which junction point the Northwestern ap 
plies, as the local or proportional rates beyond, its pub- 
lished rates from Chicago proper. The rates per ton 
from Chicago to Proviso and to the destinations in ques- 
tion, together with the respective distances from the 
Northwestern’s passenger terminal in Chicago and from 
Proviso, may be readily seen from the following table: 


Anthra- Bitumi- 


From From cite nous 

Chicago, Proviso, coal, coal, Coke, 

To— miles, miles. cents. cents. cents. 
SY > 5. we 9 4.0-e:& mb 09 12.8 bias +40 (*) (*) 
nd a ings na ot 20 7.17 65 50 50 
Glen Ellyn ........... 22.5 9.67 65 54 50 
WEE Ga. Gur b6e-os weene 24.9 12.12 65 54 60 
West Chicago ......... 30 17.22 65 58 50 





tLess $4 per car absorbed regardless of weight. 
*Chicago rate. 


Three miles west of Proviso, and between it and 
Lombard, is situated the town of Elmhurst. In Ham- 
merschmidt & Franzen Co. vs. C. & N. W. Ry. Co., ante, 
page 71, we had before us the question of the lawfulness 
of the rates on anthracite and bituminous coal from the 
same general originating territory here involved to Elm- 
hurst. The complainant in that case alleged that the 
through rates from points of origin to Elmhurst, and the 
proportional rates from Chicago when applied from Pro- 
viso to Elmhurst on interstate traffic, were unreasonable 
and unduly prejudicial to Elmhurst and preferential to 
Proviso. In that case we could make no finding that 
the rates to Elmhurst were unreasonable, but we held 
that they were unjustly prejudicial to Elmhurst and un 
duly preferential to Proviso. 

The through rates to Elmhurst are constructed in 
the same manner as the rates here in question—that is 
by adding to the rate up to Chicago 60 cents per net ton 
on anthracite and 50 cents per net ton on bituminous 
coal. We there held that the through rates from the 
mines to Elmhurst should not exceed those to Chicago b) 
more than 45 cents per net ton on anthracite and 35 cents 
per net ton on bituminous coal, and directed the defend 
ants to readjust their tariffs accordingly. 

The same character of evidence was introduced b) 
complainants to support their contentions in this case 
as was introduced by complainant in the Hammerschmid 
& Franzen case, supra, except that some additional com 
parisons were made, the purport of which was to show 
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that the local or proportional rates, as stated in the table 
above, from Chicago to the points here in question 
are unreasonable in and of themselves, and also by com- 
parison with rates applying on certain other commodities 
when shipped from Chicago to these respective points of 
destination. In the view that we take of this case, how- 
ever, and for reasons stated in the Hammerschmidt & 
Franzen Co. case, the only question of reasonableness 
properly before us in this proceeding is that appertaining 
to the through rates for through transportation from the 
mines to Lombard, Glen Ellyn, Wheaton and West Chi- 
cago. The comparisons made and the arguments ad- 
vanced by complainants in respect to the alleged unrea- 
sonableness of the rates from Chicago to the destinations 
mentioned are unavailing to complainants in any sub- 
stantial degree because the circumstances and conditions 
underlying them are not shown of record, nor does it 
appear that they apply as proportional rates on through 
traffic from points east of the Illinois-Indiana state line. 

The circumstances and conditions of transportation 
to the points involved in this complaint are, so far as 
appears of record, substantially similar to those attend- 
ing the transportation of like traffic to Elmhurst, except 
in the following particulars: First, the distances from 
Chicago and Proviso are greater by from 4 to 14 miles; 
second, the undue discrimination found to exist between 
Proviso and Elmhurst is less acute as between Proviso 
and the points here involved, and must become less 
marked as the distance from Chicago and points taking 
the same rate increases. 

The record in the Hammerschmidt & Franzen Co. 
case was stipulated into the record of this case, and full 
consideration has been given to all the facts and cir- 
cumstances appearing in the record of both cases. Nothing 
appears which convinces us that the findings in the former 
case should not be applied in principle to the questions 
here presented. : 


The record in this case discloses that the territory 
ir which complainants sell coal is circumscribed, being 
mostly within a radius of 2% miles. It is admitted by 
witnesses for complainants that there is little or no 
competition between the complaining towns. The rate 
to Lombard, 4 miles west of Elmhurst, is 5 cents per ton 
higher on anthracite coal than to Elmhurst, while the 
rates on bituminous coal and coke are the same to both 
points. This relationship appears to be satisfactory, and 
no reason appears why it should be disturbed, but we 
think the through rates to all these points should be 
so reduced as to bring them in line with the through 
rates required to be established to Elmhurst. This means 
that the through rates from the mines on both anthra- 
cite and bituminous coal should be reduced 15 cents per 
net ton Lombard, Glen Ellyn and Wheaton. To west 
Chicago, however, by reason of the increased distance 
from Chicago rate points, the rates need not be reduced 
by more than 10 cents per ton. 


The complaint embraces the rates on coke, but it does 
not appear that these rates are the subject of serious 
complaint, since practically none is shown to be shipped 
to complainants. Defendants must, however, in the re- 
adjustment herein prescribed keep the coke rates properly 
aligned with the rates on bituminous coal. 

It is our opinion, therefore, and we so find, upon 
consideration of all the facts of record, that the through 
rates from points east of the Illinois-Indiana state line on 
anthracite and bituminous coal to Lombard, Glen Ellyn, 
Wheaton and West Chicago are unduly prejudicial to the 
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latter points, and unduly preferential to Chicago and 
Proviso, to the extent that they exceed the rates to the 
latter points by more than the following amounts on the 
different kinds of coal and coke, to wit: On anthracite 
coal, to Lombard, Glen Ellyn and Wheaton, 50 cents; to 
West Chicago, 55 cents. On bituminous coal, to Lombard, 
35 cents; to Glen Ellyn and Wheaton, 39 cents; to West 
Chicago, 48 cents. 

Following the Hammersehmidt & Franzen Co. case, 
supra, no reparation will be awarded. 

We shall leave defendants to make the readjustment 
along the lines suggested in Hammerschmidt & Franzen 
Co. case, upon condition that the rates herein found 
reasonable and non-discriminatory be established within 
60 days. If this is done an order will be entered dismissing 
this proceeding. If not done the Commission will take 
such further action as may seem necessary in the prem- 
ises. 


RATES ON PETROLEUM 


CASE NO. 6087 (30 I. C, C., 103-104) 
AMERICAN REFINING CO. VS. ST. LOUIS & SAN 
FRANCISCO RAILROAD CO. ET AL. 





Submitted Jan. 15, 1914. Decided April 7, 1914. 

Rate of 17e per 100 pounds for the transportation of petroleum 
road oil and petroleum tailings from Okmulgee, Okla., to 
St. Louis, Mo., and East St. Louis, Ill, found to be unrea- 
sonable and unduly prejudicial to the extent it exceeds 


14%c per 100 pounds. 


George S. Ramsey and C. L. Thomas for complainant. 

Thomas Bond for St. Louis & San Francisco Railroad 
Co. 

J. W. Allen for Missouri, Kansas & Texas Railway Co. 

Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged in refining oil 
at Okmulgee, Okla. By complaint, filed Sept. 8, 1913, it 
alleges that defendants’ rate of 17 cents per 100 pounds 
on petroleum road oil and petroleum tailings from Okmul- 
gee to St. Louis, Mo., and East St. Louis, Ill, is unrea- 
sonable and also unduly prejudicial to the extent it 
exceeds the rate of 12% cents applied on like traffic from 
Vinita, Okla. At the hearing the Missouri, Kansas & 
Texas Railway Co. filed an intervening petition in behalf 
of defendants. 

Okmulgee and Vinita are on the line of the St. Louis 
& San Francisco Railroad, 471 miles and 360 miles, 
respectively, from St. Louis. Vinita is also served by 
the Missouri, Kansas & Texas Railway Co. Both are 
refining points, and the manufacturing and selling con- 
ditions at each are substantially similar. The refineries 
at Okmulgee compete actively with the refineries at 
Vinita. Prior to Sept. 1, 1913, a group rate of 17 cents 
applied on petroleum and its products from all north- 
eastern Oklahoma producing points, including Vinita and 
Okmulgee, to St. Louis and East St. Louis. On Sept. 1, 
1913, in complianee with the order of the Commission 
in Milliken Refining Co. vs. St. L. & S. F. R. R. Co., 27 
I. C. C., 445 [The Traffic World, July 12, 1913, p. 79], 
defendants established a rate of 12% cents per 100 
pounds on petroleum road oil and petroleum tailings from 
Vinita to St. Louis and East St. Louis. The complaint 
in the instant case is brought to secure a like rate from 
Okmulgee to St. Louis and East St. Louis. 

The rate on refined oils, such as gasoline, naphtha, 
gas and fuel oil, from Okmulgee and Vinita to St. Louis 
and East St. Louis is the same, viz., 17 cents per 100 
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pounds. Generally speaking, to all points other than 
St. Louis and East St. Louis the rates on petroleum and 
its products, including petroleum road oil and petroleum 
tailings, from Okmulgee and Vinita, are the same. Pe- 
troleum road oil and petroleum tailings are the refuse 
which is left after refining the lighter oils; and their 
value is about 15 per cent of that of refined oils. In 
the Milliken Refining Co. case, supra, it was shown that 
from most of the points from which commodity rates 
apply lower rates obtain on residuum than on the refined 
products. 

Notwithstanding the fact that the carriers maintain 
the same rate on refined oils from Vinita and Okmulgee 
to St. Louis and East St. Louis, in view of the material 
difference in the distance from the former points, it 
seems doubtful whether we ought to establish the same 
rate on petroleum road oil and petroleum tailings from 
Okmulgee that we have already established from Vinita. 
The 17-cent rate on refined oils yields 9.4 mills per ton- 
mile from Vinita and 7.2 mills from Okmulgee. The 
12%-cent rate on residuum from Vinita yields about 7 
mills per ton-mile. A like rate from Okmulgee would 
yield about 5.3 mills, which would appear to be a rather 
low return in view of the transportation conditions in 
the territory in question. It probably costs the carriers 
as much to transport the lower grades of oils as it does 
to transport the refined oils, but the value of the former 
is much less, and frequently they cannot move at as high 
a rate. 

Upon consideration of the facts and circumstances of 
record we are of opinion and find that the rate in issue 
is unreasonable and unduly prejudicial and that a rate 
not in excess of 14% cents would be reasonable for the 
future. An order will be entered accordingly. 


ORDER. 


It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on -or before June 15, 1914, and for a period of 
not less than two years thereafter to abstain, from charg- 
ing, demanding, collecting or receiving their present rate 
for the transportation of petroleum road oil and petro- 
leum tailings in carloads from Okmulgee, Okla., to St. 
Louis, Mo., and East St. Louis, Ill., which rate is found 
in said report to be unreasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before June 15, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than five days’ filing and posting in the manper 
prescribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years after June 
15, 1914, to maintain and apply to the transportation of 
petroleum road oil and petroleum tailings in carloads 
from Okmulgee, Okla., to St. Louis, Mo. and East St. 
Louis, Ill., a rate not in excess of 14% cents per 100 
pounds, which rate is found in said report to be 7ea- 
sonable. 


STAVES AND HEADING 
CASE NO. 6299 (30 I. C. C., 105-107) 
LUCAS E. MOORE STAVE CO. VS. SOUTHERN RAIL- 
WAY OO. ET AL. 


Submitted April 1, 1914. Decided April 6, 1914. 


Subsequent to the filing of the complaint, which challenges 
the reasonableness of the rates on staves and heading from 
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Columbus, Miss., to twenty-five points of destination in the 
southeast, the defendants have filed tariffs, effective May 
1, 1914, making reductions to a majority of the points in- 
volved. Said rates, which are on substantially the same 


basis as those applicable from Meridian, Miss., and Decatur, 
Ala., not found to be unreasonable or unjustly discrimi- 
natory. 


G. F. Thomas for complainant. 
R. Walton Moore and M. P. Callaway for defendants. 


Report of the Commission. 


CLEMENTS, Commissioner: 


This complaint, brought by a corporation engaged in 
the manufacture of staves and heading at Columbus, 
Miss., challenges the reasonableness of rates on the com- 
modities named from Columbus to 25 points in the South- 
east. It appeared at the hearing, however, that complain- 
ant was principally interested in the relationsip of rates 
between Columbus and Meridian and Jackson, Miss. 
Reparation is asked. 

Columbus is 9 miles west of the Alabama state line; 
is on the line of the Southern Railway from Greenville, 
Miss., through Birmingham, Ala., to Atlanta, Ga., and is 
also on the line of the Mobile & Ohio to Montgomery, 
Ala., from Artesia, Miss., a point 219 miles north of 
Mobile, Ala., on the main line of that carrier from St. 
Louis, Mo., to Mobile~ Meridian is 84 miles south of 
Artesia on the Mobile & Ohio and is served also by two 
of the lines composing the Queen & Crescent system, 
being 96 and 140 miles, respectively, east of Jackson and 
Vicksburg, Miss., on the Alabama & Vicksburg Railway, 
and 152 and 295 miles, respectively, southwest of Bir- 
mingham, Ala., and Chattanooga, Tenn., on the Alabama 
Great Southern Railroad. 

Rates on manufactured articles, including staves and 
heading, from Columbus to destinations in the Southeast 
are generally the same as those from Greenville, but not 
less than those from Meridian. The adjustments from 
Greenville and Corinth, Miss., and Memphis, Tenn., Mis- 
sissippi River points, and, with a few exceptions, from 
Jackson are the same. Meridian is not grouped with 
these points, the general basis therefrom to the South- 
east being the same as from Mobile; but, due to the 
establishment in the past of special commodity rates, 
which it is stated, are very low and would have been 
canceled had there been any substantial movement thereon, 

the rates on staves and heading from Meridian are out 
of line with the adjustments both from Mobile and the 
Mississippi River points. 

The defendants, while not admitting unreasonable- 
ness in the rates complained of, have revised the rates 
from Columbus, effective May 1, 1914, making reductions 
to a majority of the points involved of from 2 to 7% 
cents per 100 pounds and placing Columbus on substan- 
tially the same basis as Decatur, Ala., and Meridian. 
In Holland Blow Stave Co. vs. A. C. L. R. R. Co., 24 
I. C. C., 81 [The Traffic World, June 29, 1912, p. 1318], 
in which was involved alleged discrimination against 
Decatur and in favor of Memphis in rates on staves and 
heading to the Southeast, the Commission found the 
adjustment from that point to be not discriminatory, 
Decatur generally taking the same rates as Nashville, 
Tenn., the basis from which was 4 cents under Memphis 


and 8 cents under Louisville, but not less per ton per 


mile than the Louisville rates, because of the shorter 
distance. 

The following table shows the present rates from 
Columbus, those to become effective May 1, 1914, and 








m 
1d 


May 2, 1914 


those asked by complainant; also the rates from Decatur, 
Meridian and Memphis, together with the approximate 
short-line mileages: 


RATES ON STAVES AND HEADING, IN CENTS PER 
Columbus, Miss. 


Rate Rate 

com- asked 

plained in pe- 

To— Miles. of. tition. 
I, Me ee ae eked a ok 116 12 7 
EE: n° Stirtinhre bcd Obs 6 Rae CBE oe Card 291 11 10 
: ; so, os ws habs eek «eben 266 12 10 
+ i i a eS o's chlbedia side teae 508 17 15 
EL wikis aces dh < mite d bw ie ob Kae ewe 261 14 10 
I -  e e 167 14 7 
a RE SRR Pee ee a es 249 18 10 
HM... kis we 3 Ode see €n ¢.odon cep tetee 361 20 12 
I ON hs A. Saye uch ad ae od be ome che 505 21 17 
iS: Cn ob se aw when dh Cad be ates 496 21 17 
SM os ess Damme ee glide wis bmn 513 21 17 
SE, MPS a ane po vod ee Veves bbs Parhwous 470 26.42 16 
a i os wn cue EeS omb aces 615 27.67 18 
Re E.Sun oo 6% de dobbs Bob beh tastes a 580 26.84 16 
SE AP, che tles oe nrtineO ees pkee dene ceo 713 28.5 18 
Ee. COO | urns 005 oe a btn va haves nedips 341 21 10 
AML). 2 bs oda i's 0 & wo bi cae ee Lode cat 364 23.9 12 
NE MER. 5. dics We 9. ved & Scie Bd en 4 erates waeaie 415 25 14 
LAE. 6-065 0a oa bia Uibke 6S Oso SENSO. be 466 26.4 17 
CS a care da debe’ 64. Bew he Whey eke 404 23.2 14 
ee Te... vs see dh teins apene eke 378 22.8 14 
a Gk Gas Ww. ewands de Ve wed ch bum ser 420 23.2 14 


In addition to the above the complaint asks reduc- 
tion to 10 cents per 100 pounds in the rates from Co- 
lumbus to Mobile, Ala., New Orleans, La., and Pensacola, 
Fla., the present rates being 13, 14 and 19 cents, re- 
spectively. There is no through rate to Pensacola, 19 
cents being the combination on Mobile, but the defend- 
ants are willing to establish a through rate of 14 cents 
provided the Louisville & Nashville is granted relief 
from the requirements of the fourth section to points 
beyond Montgomery, via which junction the rates would 
be made applicable. No reduction is proposed by de- 
fendants to either Mobile or New Orleans. The distances 
from Columbus are approximately 330 miles to Pensacola 
(via Montgomery), 300 miles to New Orleans (via Merid- 
ian), and 233 miles to Mobile. The extent of relief desired 
in connection with the proposed rate of 14 cents to 
Pensacola is not definitely indicated of record, and we 
will not here pass upon that rate, but it will be con- 
sidered on the carriers’ application for relief in connec- 
tion therewith. 

No reduction is proposed by the defendants to either 
Chattanooga or Bristol, it being contended that the present 
rates are reasonable, compare favorably with, and are 
made on the same basis as, rates from other producing 
points, Bristol being 5 cents over Chattanooga and 3 
cents over Knoxville. The slightly lower rates from 
Meridian are said to be due to the fact that it is a one- 
line haul from that point to Chattanooga via the Alabama 
Great Southern. 

The rate of the Southern from Columbus to Atlanta 
is 18 cents; that of the Mobile & Ohio 11 cents. In 
the readjustment there will be an increase, therefore, 
by the latter of 1 cent, but a reduction by the former of 
6 cents. 

The proposed rate from Columbus to the south At- 
lantic ports, Savannah, Brunswick and Jacksonville, is 
19 cents; that in effect at the present time 21 cents. 
The rate from Meridian via the Mobile & Ohio is 17 
cents to all three ports, but via the Southern only the 
class A rates of 27 cents to the first two and 23 cents 
to the last-named port are applicable. The defendants 
also state it to be their purpose to increase the Meridian 
rate to 19 cents and to establish it via the Southern 
Railway, thus putting Columbus, Decatur and Meridian 
on the same basis. The propriety of this increase is not 
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before us. Rates to Florida points are made by the addi- 
tion of arbitraries to the Jacksonville rates. 
Prior to filing its complaint the complainant cor- 


100 POUNDS; CARLOAD MINIMUM, 30.000 POUNDS. 


Decatur, Ala. Meridian, Miss. Memphis, Tenn. 


Rate ef- 
fective 
May 1, 

1914. Miles. Rate. Miles. Rate. Miles. Rate. 
7.5 87 5 152 8 251 12 
12 255 13 320 13 418 18 
12 122 7.5 295 11 310 12 
17 364 16 537 16 552 23 
12 244 15 248 15 408 20 

9 184 9 154 9 346 14 
12 202 12 300 12 377 18 
14 343 15 348 14 507 20 
19 515 19 491 17 679 21 
19 501 19 482 17 665 21 
19 520 19 504 17 683 21 
24.42 487 24.42 484 22.42 676 26.42 
25.67 632 25.67 628 23.67 820 27.67 
24.84 597 24.84 594 22.84 786 26.84 
26.5 730 26.5 702 24.5 894 28.5 
16.25 358 18 328 16.25 522 21 
17.75 381 17.75 350 23.75 544 22.75 
17.5 397 20 402 15 561 25 
22.33 483 23.33 453 22.33 645 26.42 
18.2 421 21 391 22.6 580 23.2 
17.8 390 20.5 365 23 554 22.8 
18.2 437 21 407 18.1 599 23.2 


responded with the defendants with a view to securing 
a readjustment from Columbus, but the rates then asked 
were somewhat higher in the main than those now sought. 

Upon consideration of the facts of record we are 
not of opinion that the adjustment of rates from Colum- 
bus to the destinations named to become effective May 
1, 1914, is unreasonable or unjustly discriminatory, or 
that reparation should be awarded to the basis of the 
reduced rates. The complaint will therefore be dismissed, 
subject to further consideration of the rate to Pensacola 
in connection with the fourth-section application of the 
carriers, as above indicated. 

ORDER. 

It is ordered, That the complaint in this proceeding 

be, and it is hereby, dismissed. 


COAL INCREASE JUSTIFIED 
1. AND S. NO. 280 (30 I. C. C., 108-110) 
COAL RATES FROM INDIANA AND ILLINOIS MINES 
TO STATIONS IN IOWA. 


Submitted March 21, 1914. Decided April 13, 1914. 


Proposed increased rates on coal from grouped mines in south- 
ern Indiana and Illinois to points on the Mason City & 
Clear Lake and Inter-Urban railways in Iowa held to be 
justified and order suspending their operation canceled. 


C. B. Carde for Chicago & Eastern Illinois Railroad. 

W. H. Bremner for Minneapolis & St. Louis Railroad 
Co. 

C. C. Wright for Chicago & Northwestern Railway Co. 

¥. C. Dillard, W. F. Dickinson and Wallace T. Hughes 
for Chicago, Rock Island & Pacific Railway Co. 

G. B. Winston and F. S. Hollands for Chicago Great 
Western Railroad Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

Edmund S. Cummings for Monon Coal Co. 

Report of the Commission. 
CLEMENTS, Commissioner: 

The tariff under suspension in this proceeding in- 
creases respondents’ rates on coal from mines on the 
Chicago & Eastern Illinois Railroad in southern Indiana 
and Illinois to stations on the Mason City & Clear Lake 
Railway and the Inter-Urban Railway. The Mason City 
& Clear Lake Railway extends from Mason City, Ia., 
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west through its one intermediate station, Emery, to 
Clear Lake, Ia., a distance of 10 miles. It is an electric 
line. The Inter-Urban Railway extends from Des Moines, 
la., east through Altoona to Colfax, Ia., a distance of 23.5 
miles, and from Des Moines northwest through Granger 
to Perry, Ia., a distance of 35 miles. A branch from the 
latter line north to Woodward is 14.3 miles in length. 
The intermediate carriers represented at the hearing are 
the Minneapolis & St. Louis; Chicago & Northwestern; 
Chicago, Rock Island & Pacific; Chicago Great Western, 
and Chicago, Milwaukee & St. Paul railways. The traffic 
is routed via both Chicago and Peoria. The increases 
range from 10 to 40 cents a ton. Respondents explain 
the general rate situation and the proposed increases sub- 
stantially as follows: 

For rate-making purposes mines in Indiana and IIli- 
nois are grouped. On traffic to Iowa rates from southern 
mines in those states are made by adding fixed differen- 
tials to the rates from the northern Illinois group, which 
embraces Streator and La Salle, Ill. The rate from this 
group is the same as the rate from Chicago and Peoria. 
This adjustment obtains to practically all points in Iowa 
west of the main line of the Minneapolis & St. Louis 
Railway, extending from Peoria west to Oscaloosa, Ia., 
thence north through Marshalltown and Mason City to St. 
Paul, except to the stations in issue on the Mason City 
& Clear Lake and Inter-Urban railways. It is also the 
adjustment in effect via other lines from mines situated 
in the same group with Chicago & Eastern Illinois mines 
and in some cases from mines in the same group served 
also by the Chicago & Eastern Illinois. 

The present and proposed rates are shown in the 
following table. The two stations west of Mason City 
on the Mason & Clear Lake Railway take the same rate 
in both the present and proposed tariffs. The proposed 
rates to such of the stations on the Inter-Urban Railway 
as are affected are also grouped. The present rates to 
thos? stations differ somewhat. The table shows repre- 
sentative stations on that line: 


To Altoona 

To Altoona, Granger, 

Granger Woodward, 

To Emery and and To and 

Lake. Woodward Colfax. Colfax. 

Group Present. Proposed. Present Present. Proposed. 
Brazil .. ..- «$1.90 $2.20 $2.20 $2.10 $2.30 
Danville .- 1.90 2.17 2.20 2.10 2.27 
Marion 2.20 2.30 2.40 2 30 2.40 
ERE Sere 2.00 2.10 2 00 2.10 
Sullivan aon eee 2.30 2.20 2.10 2.40 
Princeton -- 2.07 2.37 2.27 2.17 2.47 


Respondents state that the usual and natural route 
of this traffic is via Peoria and that the proposed tariffs 
merely restore the established basis of the Peoria com- 
bination. It will be noted that to points on the Inter- 
Urban Railway no increase is made from the Marion and 
Pana groups. Respondents say this is because those rates 
are now made on that combination. Respondents state 
their main purpose in these increases to be to remove 
the discrimination in favor of mines situated on the Chi- 
cago & Eastern Illnois Railroad which exists under the 
present rates. 

The Monon Coal Co. has protested aganst the opera- 
tion of the proposed tariff. It has mines in Sullivan and 
Greene counties, Indiana, in the Sullivan group. It con- 
cedes it has an advantage over mines on other lines in 
that group, but contends that this relationship of rates 
does not result in undue advantage to it, because other 
operators in that district do not compete in the sale of 
coal to these points and have “abandoned the territory.” 
The distances under the proposed rates range, ac- 
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cording to respondents, from 494 to 715 miles, and the 
rate per ton-mile from 3.2 to 4.40 mills. Protestant does 
not question the reasonableness per se of the proposed 
rates, but objects to any disturbance of the existing re- 
lationship. About 5,000 tons of coal a year will be affected. 

We think respondents have justified the proposed rates 
and the order suspending the operation thereof will be 
canceled. 

The action taken herein is subject to such disposition 
as the Commission may make of the complaint in Auburn 
& Alton Coal Co. vs. A., T. & S. F. Ry. Co., Docket No. 
5346, with reference to the propriety of the present basis 
of grouping of the mines in Indiana and Illinois. 





ORDER. 


It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the operation 
of said schedules be, and they are hereby, vacated and 
set aside as of May 8, 1914. 

It is further ordered, That a copy hereof be forthwith 
served upon the carriers respondent herein, parties to 
said schedules, and that a copy hereof be filed with said 
schedules in the office of the Commission. 


COAL RATES TO DEWEY, OKLA. 


1. AND S. NO. 338 (30 I. C. C., 115-116) 


Submitted March 5, 1914. Decided April 6, 1914. 


Proposed increased rates on slack and run-of-mine coal from 
West Mineral and Fleming, Kan., to Dewey and Bartlesville. 
Okla., not found to be justified and directed to be canceled. 


W. W. Miller for Missouri, Kansas & Texas Railway 
Co. 
G. M. Stephen for Dewey Portland Cement Co. 


Report of the Commission. 


CLEMENTS, Commissioner: 

The tariff under suspension in this proceeding is 
Missouri, Kansas & Texas Railway Co.’s supplement No. 
4 to I. C. C. No. A-3849. It increases respondent’s rates 
from 45 cents per ten on slack coal and 55 cents per 
ton on rnu-of-mine coal to 77 cents on both slack and 
run-of-mine coal from Fleming and West Mineral, Kan., 
to Dewey and Bartlesville, Okla. Fleming and West Min- 
eral are situated on respondent’s line between Parsons, 
Kan., and Joplin, Mo. The route is west 23 miles to 
Parsons, thence southwest 57 miles to Dewey and 61 
miles to Bartlesville, distances from the mines of 80 
miles to wewey and 84 miles to Bartlesville. Dewey and 
Bartlesville are intermediate points via respondent’s main 
line from Parsons to Oklahoma City. The National Zin« 
Co. of Bartlesville and the Dewey Portland Cement Co 
of Dewey have filed written protests with the Commission 
against the operation of the proposed tariff, and thé 
Dewey Portland Cement Company was represented at thé 
hearing and presented written and ora] argument. 

Dewey is about 20 miles south of the Kansas-Okla 
homa line and contiguous to the cement-producing points 
in that part of southeastern Kansas commonly know! 
as the “gas belt.” Among these points in Kansas 0! 
respondent’s line are Humboldt, Chanute, Iola and Mil 
dred, 57, 47, 83 and 94 miles, respectively, from Fleming 
and West Mineral. The Dewey Portland Cement Co 


like the cement companies at these last-named points 
has, until recently, used natural gas and oil for fuel i! 
the manufacture of its cement. 
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haustion of the gas supply and the steadily advancing 
crice of fuel oil, it has within the past year or two be- 
come necessary to substitute coal for gas and oil, and 
this coal is purchased largely from the Cherokee dis- 
trict, comprising mines in Cherokee and Crawford coun- 
ties in southeastern Kansas, and in Barton county in 
southwestern Missouri. When the necessity for using 
coal for fuel first became apparent to them, the owners 
of cement mills located in the gas belt of Kansas peti- 
tioned the Kansas commission to establish lower rates 
from the mines in Kansas. The rates to those points 
from Fleming and West Mineral were then $1 on slack, 
and $1.25 on run-of-mine, but these were largely paper 
rates, as only an occasional shipment of coal for domestic 
use moved under them. The Kansas commission, after 
investigation, established rates of 45 cents on slack and 
of 55 cents on run-of-mine coal, and, as Dewey had always 
been, generally speaking, grouped with these Kansas 
points on commodities inbound and outbound from prac- 
tically all points of origin, respondent also at that time 
established those rates to Dewey. The owners of cement 
mills located at Ada, Okla., in the southern part of the 
state, thereupon petitioned the Oklahoma commission to 
establish rates to Ada from mines in Oklahoma, including 
the Tulsa district, not higher for similar distances than 
respondent had published interstate to Dewey from Flem- 
ing and West Mineral, Kan., and in order to remove this 
contention of the mill owners at Ada and the possibility 
based thereon of its intrastate rates being reduced by 
the Oklahoma commission, respondent filed with this 
Commission the tariff now under suspension in this pro- 
ceeding. Respondent’s witness testified that respondent 
would have no objection to withdrawing the proposed 
tariff if it could be assrued that its intrastate rates 
would not be thereby affected through the action of the 
Oklahoma commission. 


The Dewey Portland Cement Co. consumes, under 
normal conditions, about 7 carloads, or 225 tons, of coal 
a day, and the increase to it would amount to approxi- 
mately $23,000 a year. All of the coal originating at 
Fleming and West Mineral consigned both to the Kansas 
points referred to and to Dewey and Bartlesville moves 
the entire distance from the mines to destination via 
respondent’s line. 

Considering all the facts appearing, we find that 
respondent has failed to justify the proposed rates under 
suspension, and it will be directed by our order to cancel 
them and to maintain the present rates as maxima for 
the future. 


An order will be entered accordingly. 





ORDER. 


It is ordered, That the carrier respondent herein 
and designated in said tariff be, and it is hereby, notified 
and required to cancel, on or before July 1, 1914, the 
rates, charges, practices and regulations stated in the 
schedules specified in said orders of suspension. 

It is further ordered, That said carrier shall con- 
tinue in force, and for a period of not less than two 
years from said July 1, 1914, maintain and apply to the 
ransportation of the traffic described in said schedules 
‘rom the points of origin to the points of destination 
named in the schedules covered by said orders of sus- 
pension, rates not in excess of those applicable from 
said points of origin to said points of destination over 
the routes therein named in effect on Nov. 14, 1913. 
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IN THE SUPREME COURT 


FULL FAITH AND CREDIT CLAUSE 


No. 299—October Term, 1913. 

Tennessee Coal, Iron & Railroad Co., Plaintiff in 
Error, vs. Wiley George. In error to the Court of Ap- 
peals of the State of Georgia. 

[April 13, 1914.] 
Mr. Justice Lamar delivered the opinion of the court. 

Wiley George, the defendant in error, was an engi- 
neer employed by the Tennessee Coal, Iron & Railroad 
Co. at its steel plant in Jefferson County, Alabama. 
While he was under a locomotive repairing the brakes 
a defective throttle allowed steam to leak into the cyl- 
inder, causing the engine to move forward automatically, 
in consequence of which he was seriously injured. He 
brought suit by attachment, in the City Court of At- 
lanta, Ga., founding Fis action on section 3910 of the 
Alabama Code, which makes the master liable to employe 
when the injury is “caused by reason of any defent in 
the condition of the ways, works, machinery or plant 
connected with or used in the business of the master or 
employer.” 

The defendant filed a plea in abatement, in which 
it was set out that section 6115 of that Code also pro- 
vided that “all actions under section 3910 must be 
brought in a court of competent jurisdiction within the 
state of Alabama and not elsewhere.” The defendant 
thereupon prayed that the action be abated because “to 
continue said case on said statutory cause of action 
given by the statutes of Alabama and restricted by said 
statutes to the courts of Alabama would be a denial, so 
far as the rights of this defendant are. concerned, of full 
faith and credit to said public acts of the state of Ala- 
bama in the state of Georgia, contrary to the provisions 
of Article 4, section 1, of the Constitution of the United 
States.” A demurrer to the plea in abatement was 
sustained, and the judgment for the plaintiff thereafter 
entered was affirmed by the Court of Appeals. The 
case was then brought to this court. 

The record raises the single question as to whether 
the full faith and credit clause of the Constitution pro- 
hibited the courts of Georgia from enforcing a cause 
of action given by the Alabama Code, to the servant 
against the master, for injuries occasioned by defective 
machinery, when another section of the same Code pro- 
vided that suits to enforce such liability “must be 
brought in a court of competent jurisdiction within the 
state of Alabama, and not elsewhere.” 





There are many cases where right and remedy are 
so united that the right cannot be enforced except in 
the manner and before the tribunal designated by the 
act. For the rule is well settled that “where the pro- 
vision for the liability is coupled with a provision for 
the special remedy, that remedy, and that alone, must 
be employed.” Pollard vs. Bailey, 20 Wall., 527; Wal- 
lace vs. Galveston Ry., 223 U. S., 490; Stuart vs. B. & O. 
R. R., 168 U. S., 445; National Bank vs. Franklyn, 120 
U. §S.,. 753. 

But that rule has no application to a case arising 
under the Alabama Code relating to suits for injuries 
caused by defective machinery. For, whether the statute 
be treated as prohibiting certain defenses, as removing 
common law restrictions or as imposing upon the master 
a new and larger liability, it is in either event evident 
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that the place of bringing the suit is not part of the 
cause of action—the right and the remedy are not so 
inseparably united as to make the right dependent upon 
its being enforced in a particular tribunal. The cause 
of action is transitory, and, like any other transitory 
action, can be enforced “in any court of competent 
jurisdiction within the state of Alabama * * *” But 
the owner of the defective machinery causing the in- 
jury may have removed from the state, and it would 
be a deprivation of a fixed right if the plaintiff could 
not sue the defendant in Alabama because he had left 
the state, nor sue him where the defendant or his prop- 
erty could be found because the statute did not permit 
a suit elsewhere than in Alabama. The injured plaintiff 
may likewise have moved from Alabama, and for that 
or other reason may have found it to his interest to 
bring suit by attachment or in personam in a state 
other than where the injury was inflicted. 

The courts of the sister state trying the case would 
be bound to give full faith and credit to all those sub- 
stantial provisions of the statute which inhered in the 
cause of action or which name conditions on which the 
right to sue depend. But venue is no part of the right; 
and a state cannot create a transitory cause of action 
and at the same time destroy the right to sue on that 
transitory cause of action in any court having jurisdic- 
tion. That jurisdiction is to be determined by the law 
of the court’s creation, and cannot be defeated by the 
extra territorial operation of a statute of another state, 
even though it creatied the right of action. 

The case here is controlled by the decision of this 
court in Atchison, ete., Ry. vs. Sowers, 213 U. S., 55, 70, 
where the New Mexico statute, giving a right of action 
for personal injuries, and providing that suits should be 
brought after certain form of notice in a particular dis- 
trict, was preceded by the recital that “it had become 
customary for persons claiming damages for personal 
injuries received in this territory to institute and main- 
tain suits for the recovery thereof in other states and 
territories to the increased cost and annoyance and 
manifest injury and oppression of the business inter- 
ests of this territory and in derogation of the dignity 
of the courts thereof.” Despite this statement of the 
public policy of the territory, the judgment obtained by 
the plaintiff in Texas was affirmed by this court in an 
opinion wherein it was said that where an action is 
brought in “another jurisdiction based upon common law 
principles, although having certain statutory restrictions, 
such as are found in this [territorial] act as to the 
making of an affidavit and limiting the time of prose- 
cuting the suit, full faith and credit is given to the law 
when the recovery is permitted subject to the restric- 
tions upon the right of action imposed in the territory 
enacting the statute. * * * When it is shown that 
the court in the other jurisdiction observed such condi- 
tions, and that a recovery was permitted after such 
conditions had been complied with, the jurisdiction thus 
invoked is not defeated because of the provision of the 
statute” requiring the suit to be brought in the district 
where the plaintiff resides, or where the defendant, if a 
corporation, has its principal place of business. 

It is claimed, however, that the decision in the 
Sowers case is not in point, because the plaintiff was 
there seeking to enforce a common law liability, while 
here he is asserting a new and statutory cause of action. 
But that distinction marks no difference between the 
two cases, because in New Mexico common law liability 
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is statutory liability—the adopting statute (Compiled 
Laws, section 1823), providing that “the common laws 
as recognized in the United States of America shall 
be the rule of practice and decision.” 

The decision in the Sowers case, however, was not 
put upon the fact that the suit was based on a common 
law liability. The court there announced the general 
rule that a transitory cause of action can be main- 
tained in another state, even though the statute creating 
the cause of action provides that the action must be 
brought in local domestic courts. 

In the present case the Georgia court gave full 
faith and credit to the Alabama act, and its judgment 
is affirmed. 

Mr. Justice Jones dissents. 


STATE WITHIN ITS POWER 


No. 319.—October Term, 1913. 

THE KANSAS CITY SOUTHERN RAILWAY CO., PLAIN- 
TIFF IN ERROR, VS. JACOB ANDERSON. IN 
ERROR TO THE SUPREME COURT OF THE STATE 
OF ARKANSAS. 

[April 13, 1914.] 

Mr. Justice McKenna delivered the opinion of the Court. 
Error to review a judgment of the Supreme Court of 

the state affirming a judgment by which defendant in 

error was awarded against plaintiff in error (herein called 
the railway company) double damages and attorney’s fee 
for a mare killed by one of the railway company’s trains. 

The judgment was recovered under a statute of the 
state which the railway company attacked in the courts 
below and attacks here, on the ground that it violates 
the due process clause of the constitution of the United 
States. The statute provides that when any stock is 
killed or injured by railroad trains running in the state 
the officers of the train shall cause the station master 
or overseer at the nearest station house to give notice 
of the fact by posting and by advertisement, and, on 
failure to so advertise, the owner shall recover double 
damages for all stock killed and not advertised. “And 
said railroad shall pay the owner of such stock within 
thirty days after notice is served on such railroad by 
such owner. Failure to do so shall entitle said owner 
to double the amount of damages awarded him by any 
jury trying such cause, and a reasonable attorney’s fee.” 

If a suit be brought after the thirty days have ex- 
pired and the owner recover “a less amount of damages 
than he sues for, then such owner shall recover only 
the amount given him by said jury and not be entitled 
to recover any attorney’s fee.” 

For its contention that the act offends the constitu- 
tion of the United States the railway company relies on 
St. Louis, Iron Mountain & Southern Ry. Co. vs. Wynne, 
224 U. S., 354. 

In that case, however, there was a demand for $500 
damages. The railway company refused to pay it. The 
owner sued for $400 and recovered a verdict for that 
amount, and the court deeming the statute applicable 
gave judgment for double that amount and an attorney's 
fee of $50. The Supreme Court sustained the judgment 
against the contention of the railway company that the 
statute so applied was repugnant to the due process 
clause of the constitution of the United States. This 
court reversed the judgment, holding that so far as the 
statute was held to justify the imposition of double dam 
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ages where there was demand for one sum and an action 
and judgment for less, it was void. The question was 
expressly reserved whether such would be the decision if 
the recovery corresponded to the demand; in other words, 
in the language of the opinion, “Where the prior de- 
man@ is fully established in the suit following the refusal 
to pay.” That question is involved in the present case 
and we think it is determined by Seaboard Air Line vs. 
Seegers, 207 U. S., 73, and Yazoo & Miss. R. R. Co. vs. 
Jackson Vinegar Co., 226 U. S.. 217. In both cases statutes 
(South Carolina and Mississippi) were sustained. Each 
provided for a penalty for failure to settle claims after 
certain time after demand, the penalty being $50 in one 
statute and in the other $25, in addition to the actual 
damages. In the Seegers case it was said, “It must be 
remembered that the purpose of the legislation is not pri- 
marily to enforce the collection of debts, but to compel 
the performance of duties which the carrier assumes 
when it enters upon the discharge of its public functions.” 
In the other case it was said, the railroad company “has 
not been penalized for failing to accede to an excessive 
or extravagant claim, but for failing to make reasonably 
prompt settlement of a claim which upon due inquiry 
has been pronounced just in every respect.” In Chicago, 
M. & St. P. Ry. Co. vs. Polt, 232 U. S., 165, a statute of 
South Dakota was passed upon which makes a railroad 
liable for double damages if, within sixty days after de- 
mand, it does not pay the damage actually sustained for 
property destroyed by fire communicated from its loco- 
motive engine. The plaintiff in the case got a verdict 
for less than he demanded, but for more than the railroad 
offered. Judgment for double the amountx of the verdict 
was entered and sustained by the Suprme Court of the 
state. It was reversed by this court, the ruling of the 
Wynne case, supra, being applied. We said: “The case 
is not like those in which a moderate penalty is imposed 
for failure to satisfy a demand found to be just, Yazoo 
& Mississippi Valley R. R. Co. vs. Jackson Vinegar Co., 
226 U. S., 217.” 

it is contended, however, that the statute having 
been declared unconstitutional as applied to one state 
of facts that properly raises the question, it is void for 
all purposes. The contention is based on the assumption 
that we decided the statute in the Wynn case to be 
unconstitutional, but the ground ‘of the decision was, as 
we have seen, that the statute was there applied to a 
case where the plaintiff in the action had recovered less 
than he demanded before suit. We declined to extend 
our opinion to a case where the amount of the judgment 
corresponded to the demand; in other words, declined 
to pronounce the act entirely unconstitutional. 

In Yazoo & Mississippi Valley R. R. Co. vs. Jackson 
Vinegar Co., supra, when urged again to extend our ruling 
beyond the facts and declare the Mississippi statute en- 
tirely void, we declined to do so, considering it a matter 
for the state court to decide “how far parts of it might 
be sustained if others fail.” 

In the case at bar the Supreme Court of the state has 
limited the statute and has, indeed, declared that it had 
not intended in the Wynne case to place upon the “statute 
a construction that would make it applicable to a case 
based upon a state of facts where a demand had been 
made before suit for a sum greater than that recovered 
upon a trial.” And, further, “The construction and appli- 
cation of this statute as made by this court is, therefore, 
not such as to render it invalid under the decisions made 
by the Supreme Court of the United States.” 
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It is also contended by the railway company that the 
statute deprives it of the equal protection of the laws 
in that it singles out railroads and subjects them to the 
payment of double damages and attorney’s fees when 
litigants in general are not subject to the same burdens. 
The contention is not tenable. Seaboard Air Line vs. 
Seegers, supra. 

We do not enter into a general discussion of the 
police power of the state. As we said in the Polt case, 
“the states have a large latitude in the policy that they 
will pursue and enforce,” and we do not think that the 
limit of their power has been transcended in the present 
case. 

Judgment affirmed. 

Mr. Justice Holmes and Mr. Justice Lamar dissent, 





PERSONAL INJURIES CASE 





No. 823.—October Term, 1913. 


ANTHONY FARRUGIA, PLAINTIFF IN ERROR, VS. 
PHILADELPHIA & READING RAILWAY CO. 
ERROR TO THE DISTRICT COURT OF THE 


UNITED STATES FOR THE EASTERN DISTRICT 
OF PENNSYLVANIA. 


[April 13, 1914.] 


Mr. Justice Van Devanter delivered the opinion of the 
Court. 


This was an action against a railway company to re- 
cover for personal injuries. The right of action was 
predicated upon the Federal Employers’ Liability Act of 
April 22, 1908, 35 Stat. 65, c. 149, as amended April 5, 
1910, 36 Stat. 291, c. 143, and it was alleged that the in- 
juries were sustained while the defendant was engaged, 
and while the plaintiff was employed by it, in interstate 
commerce. There was a plea of not guilty, and a trial 
resulted in a judgment of compulsory non-suit. The case 
is kere upon a direct writ of error based upon a cer- 
tificate that the court’s decision was given upon a juris- 
dictional ground, namely, that “the evidence produced 
at the trial of the case did not disclose that plaintiff, at 
the time of the happening of the accident by which he 


received the injuries complained of, was engaged in inter- 
state commerce.” 


Although counsel have presented the case as if it 
were properly here, it is manifest that it is not. The 
clause in §238 of the Judicial Code providing for a direct 
writ of error “in any case in which the jurisdiction of the 
court is in issue” refers, as we have repeatedly held, to 
cases in which the power of the court, as a federal court, 
to hear and determine the cause is in controversy. Fore 
River Shipbuilding Co. vs. Hagg, 219 U. S., 175, 178; 
United States vs. Congress Construction Co., 222 U. S., 
199; Darnell vs. Illinois Central Railroad Co., 225 U. S., 
243. No such issue is here disclosed. The power of the 
court, as a Federal court, to hear and determine the case 
was not questioned. Nor did the court hold that it was 
without jurisdiction in that sense. On the contrary, it 
proceeded to a hearing and decided that the plaintiff could 
not recover under the federal act, because one element 
of his asserted cause of action was without any evidence 
to sustain it. Had the action been brought in a state 
court, as it could have been, the same question would 
have arisen, and had the evidence been similarly insuffi- 
cient a like decision must have ensued. We say the 
action could have been brought in a state court, because 
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86 of the Federal act declares: “The jurisdiction of the 
courts of the United States under this act shall be con- 
current with that of the courts of the several states, and 
no case arising under this act and brought in any state 
court of competent jurisdiction shall be removed to any 
court of the United States.” And we say the result must 
have been the same in a state court upon similar evi- 
dence, because the right of recovery given by the act 
(§1) is restricted to injuries suffered while the employe 
is employed in interstate commerce. 

It follows that there was no basis for the direct writ 
of error. If a review of the decision was desired it 
should have been sought in the Circuit Court of Appeals. 
Writ of error dismissed. 


SPOTTING TARIFFS FILED 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 

Practically all the roads in Central Freight and Trunk 
Lines territory have filed spotting tariffs, effective May 27, 
of five and a half cents per ton, minimum, two dollars per 
car. 

The tariffs filed with the Commission contain these 
descriptive statements: “Spotting service is the service be- 
yond a reasonably convenient point of interchange between 
road haul, or connecting carriers and industrial plant 
tracks, and includes: (a) One placement of a loaded car 
which the road haul or connecting carrier has transported; 
(b) the taking out of a loaded car from a particular loca- 
tion in the plant for transportation by the road haul or con- 
necting carrier; (c) the handling of empty cars in the re- 
verse direction.” 

Among lines filing these tariffs are the Big Four, ap- 
plying at stations in Ohio, Illinois and Indiana; the L. E. 
& W. R. R., applying at points in Indiana; the C. & O, Ry., 
applying at points in Virginia; the D., L. & W. R. R., apply- 
ing at points in New York, New Jersey and Pennsylvania; 
the D. &- H. Co., applying at points in Vermont and New 
York; the P. & L. E. R. R. Co., applying at stations in 
Ohio and Pennsylvania; the P. & R. Ry., applying at 
stations in Pennsylvania, New Jersey and Delaware; the 
Nickel Plate, applyin: at stations in Illinois, Ohio and 
New York; the Lehigh Valley, applying at stations in 
Pennsy'vania, New York and New Jersey; the D., A., V. & 
P., applying at Dunkirk, N. Y., and Youngsville, Pa.; the 
Lake Shore, applying at stations in Ohio, New York, Michi- 
gan, Pennsylvania and Indiana; the Michigan Central, ap 
plying at stations in Michigan, Indiana and Windsor, Ont.; 
N. Y. C. & H. R., applying at stations in New York and 
Pennsylvania; the P, R. R., applying at points in Penn- 
sylvania, Maryland, New York, New Jersey and Dela- 
ware; the B. & O. S. W., applying at stations in Ohio, 
Indiana and Illinois; the Pennsylvania Co., applying at 
stations in Pennsylvania, Ohio and West Virginia; the 
Pitts. C. & Y., applying at stations in Pennsylvania; 
the Wheeling Terminal Railway, applying at West Vir- 
ginia points; the P. C. C. & St. L. Ry., applying at 
stations in Illinois, Indiana, Ohio and West Virginia; 
the Cumberland Valley Railroad, applying at Penn- 
sylvania points; the W. & L. E. R. R., applying at 
stations in Ohio; the B. & O. R. R., applying at points 
in Ohio, Pennsylvania, Maryland, West Virginia and Dela- 
ware; the C. R. R. of N. J. R. R., applying at points in 
Pexnsylvania and New Jersey; the Erie R. R., applying 
at Ohio, Pennsylvania, New Jersey and New York points; 
the Sharpsville R. R., applying at Sharpsville, Pa.; the In- 


Vol. XIII, No. 18 


dianapolis Union R. R., applying at Indianapolis, Ind.; the 
N. Y., O. & W., applying at Cadosia, N. Y., and the Norfolk 
& Western Ry., applying at Virginia and Ohio points. 

Several of the lines mentioned above have amended 
their ordinary switching tariffs by adding the following 
note, which constitutes an advance: “Rules provided for 
herein covering absorption of switching charges will not 
apply to the spotting of cars as provided for in tariffs 
lawfully on file with the Interstate Commerce Commis- 
sion to cover interstate traffic and with respective state 
commissions to cover intrastate traffic.” Among these are 
the Lehigh Valley, the Big Four, Pennsylvania R. R., F. 
J. Barr, agent, located at Indianapolis, Ind., and R. S. 
Pierce, agent, located at Cincinnati, O. 

It is expected that the spotting tariffs will be sus- 
pended, because the Commission is not ready to make a 
decision on the Brandeis contention that the carriers may 
make additions to their revenues by imposing a charge 
for spotting. 


RAILWAY ASSOCIATION CIRCULARS 


The following circulars have been sent by the Amer- 
ican Railway Association to subscribers to the per diem 
rules agreement: 

“Under date of Feb. 19, 1914, Circular No. 1394 was 
issued, announcing the suspension of certain roads from 
the per diem rules agreement as of March 1, 1914. This 
action was based upon the report of the Interstate Com- 
merce Commission in the industrial railways case and 
upon the consequent cancellation of traffic allowances 
to a number of roads by carriers in Official Classification 
territory. 

“The Interstate Commerce Commission has suspended 
the tariffs canceling the allowances to certain of these 
roads and on the recommendation of the Committee on 
Relations Between Railroads, and pending further action 
by the Interstate Commerce Commission, the executive 
committee has restored to the per diem rules agreement 
as of March 1, 1914, the following six roads: Chicago & 
Illinois Western Railroad, Chicago Short Line Railway 
Illinois Northern Railway, Illinois Terminal Railroad, 
Pullman Railroad, Susquehanna & New York Railroad. 

“If the Interstate Commerce Commission should va- 
cate as of a certain. date the order suspending the can- 
cellation of the allowance to any of these roads, its 
standing under the per diem rules agreement will ter 
minate on the same date. 

“The Committee on Relations Between Railroads hav 
ing recommended that the St. Louis, Troy & Eastern 
Railroad be suspended from the per diem rules agree 
ment as of May 1, 1914, and until such time as it may 
be declared eligible by the Interstate Commerce Con 
mission (when further action may be taken), and this 
recommendation having been approved by the executive 
committee, notice of the suspension of the St. Loui 
Troy & Eastern Railroad is hereby given on its behalf 
to all concerned.” 


LOWER NEBRASKA COAL RATES. 
Nebraska coal dealers have been notified of a ré 
duction of 50 cents per ton in freight rates on Rock 
Springs coal to all Union Pacific and St. Joe & Grand 
Island points in Nebraska east of Hastings. At all N: 
braska towns west of Grand Island and Hastings a r 
duction of 25 cents will be made. 
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ADVANCE RATE ARGUMENT 


Presentation of Case Is Now Finished—Some 
Apparent Conclusions 





THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Luilding, Washington, D. C. 

Arguments were concluded in the eastern advanced 
rate case in the afternoon, Friday, May 1. One thing 
seemed to stand out above all others; that is, that if 
all the railroads were owned by one interest, the income 
during the last three years would be ample to allow them 
all to get along, notwithstanding the big increases in 
costs. But they are separately owned. The needs of the 
weaker lines are so great that if advances are not al- 
lowed, some of them will have to be reorganized. 

Advances cannot be made for the weak lines of the 
Central Freight Association territory without benefiting 
the strong lines of trunk line territory. Nor can the weak 
lines in trunk line territory be taken care of without 
conferring benefit upon the strong ones. 

Another fact brought out is that the passenger fares 
are too low. The Baltimore & Ohio pays out $1.07 for 
every dollar of pas-enger revenue. The Pennsylvania 
pays out from 92 to 95 cents. But state laws and state 
commissions stand in the way of increases along those 
lines. 


A third fact apparent is that the low-grade com- 
modities bear an exceptionally heavy burden because the 
commodities carried on the first three classes do not 
contribute as much as apparently they should. Coal con- 
tributes much revenue and adds little to the total of 
operating cost, comparatively speaking. 

All in all, the question, in view of the decreasing 
volume of business and a corresponding fall in gross in- 
come and a much greater fall in the net, is much more 
perplexing than the one put before the Commission in 
the 1910 case. 

Wade H, Ellis Argues. 


Wade H. Ellis, appearing for the Pittsburgh Steel 
Co., Pittsburgh, and the Wheeling Steel & Iron Co., Wheel- 
ing, W. Va., opened the arguments Thursday morning. 
Not only did he protest vigorously against the proposed 
increase in the new direct ore rate of 88c from Lower 
Lake Erie ports to Pittsburgh and Wheeling, but he also 
made a strong argument against increased rates on low 
grade commodities, including pig iron-making materials, 
coal, ore, coke and limestone, and other traffic of sim- 
ilar character. 

None of these low-grade commodities, he contended, 
can stand a penny advance in freight rates. It was main- 
tained that they are already. bearing more than their bur- 
den of the cost. He made a request that separate con- 
sideration should be given this phase of the subject and 
that pending such investigation they be eliminated from 
the present case. : 

Sixty per cent of the 1,200,000,000 tons of movement in 
1913 over the 35 systems was the product of the mines, it 
was stated, and these low-grade commodities would yield 
at the 5 per cent minimum $35,000,000 and with the 5c 
minimum would yield $60,000,000. In the Youngstown, O., 
district it would amount to $600,000 yearly on coal alone, 
Mr. Ellis said. This would take the 5c per ton now made 
by the shippers and add it to the railroads, it was added. 

“I suggest,” said Mr. Ellis, “that this Commission 
has no such powers of confiscation.” 

The carriers were said to have reversed their posi- 
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tion since the 1910 case, when they admitted that the low- 
grade commodities were bearing more than their share of 
the cost of transportation. Now, said Mr. Ellis, they are 
contending that rates on low-grade products should be 
increased in order to equalize conditions, and this despite 
the fact that the low-grade commodities are being trans- 
ported under steadily decreasing cost. 


Class Rates Stationary. 


Class rates have remained stationary for almost 10 
years, said Mr. Ellis, during which time commodity rates 
have steadily increased. 

If the ore rate were reduced to 66c from Cleveland or 
Ashtabula, O., instead of being reduced from 96c to Pitts- 
burgh, Mr. Ellis, it still would yield more than double 
the revenue on all traffic. The Wheeling rate was in- 
creased to 88c from 60c. ; 

“One thing is certain,” declared Mr. Ellis, “and that 
is, commodities such as ore, coal, coke and the like are 
carried at an enormous profit and a decreasing cost, and, 
standing alone, there would be no justification whatever 
for an advance.” 

It was stated that if the railroads, as they claim, need 
more money, there is a wastage, a maladministration, or 
the passenger traffic is absorbing it. If they need other 
than low-grade commodities must be carried at a loss, 
he declared, but there is no power for the Commission 
to tax one class of freight to make up the loss on another. 


William A. Glasgow, Jr., appearing for eastern Penn- 
sylvania furnace interests and the Whitehall Cement Man- 
ufacturing Company, protested against proposed increase 
on coke rates from the Pennsylvania and West Virginia 
regions and ‘on cement to the middle and New England 
states. The carriers have submitted no evidence whatever, 
he said, to justify increased rates on these commodities, 
failing utterly to assume the burden of proof. The only 
basis on which they had asked for such increases, he said, 
was that they need more revenue. It was therefore urged 
a matter of policy, with which the Commission has noth- 
ing to do, such authority resting solely with Congress. 


lowa Commission Represented. 


Judge Henderson, representing the Iowa commission, 
argued against the proposed increase as applied to starch, 
glucose, dextrine, corn oil, etc., as put into commerce by 
the independent refiners of Iowa, as to which not a scin- 
tilla of evidence has been offered by the carriers that the 
present rates are not reasonable. The advance is not 
a straight 5 per cent increase, he said, but will amount to 
from 16e to 30c per cwt. 


Clifford Thorne, for eight middle West states, said this 
was a test case as to whether or not freight rates in this 
country shall be revised to a higher level. Extreme meas- 
ures, it was stated, have been resorted to by certain persons 
in this case. The basic factors were said to be the same 
and to show the same tendencies on the West and South 
and in the East, and the conclusions reached in this case 
will be controlling. It is a matter of common knowledge 
that western carriers are simply awaiting the action in this 
case, and testimony has been given to the effect that 
this advance will not be sufficient and is only the pre- 
liminary step for a further advance, he said. The same 
tactics now repeated will produce other advances in future 
years. 

A 5 per cent advance for all rates, it was said, would 
mean an annual increase of $100,000,000. 


He agreed with President Daniel Willard of the Balti- 
more & Ohio that this advance is “epoch making.” It is 
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a question, he said, whether these great combinations of 
power and of facilities can overturn justice. 

The railroads were said to have been able to expend 
more hard cash on the development and betterments of 
their properties in the past four years than ever before 
since the invention of the steam engine, and in the last 
year alone spent $60,000,000 in this way. 

Their securities are attractive, he claimed, saying 
they command higher prices than the securities of any 
other classes of companies or corporations in any line of 
business in the United States whose securities are bought 
and sold on the market. 


Thorne Repeats Points. 


He dwelt at length upon points he emphasized during 
the hearings, such as high maintenance cost, the claim 
that the carriers’ own exhibits show that last year the 
railroads as a whole in the eastern district had sufficient 
for the different expenditures and pay their operating 
expenses, fixed charges, taxes and interest, and had left 
over a sum equivalent to 8.07 per cent on their entire 
capital stock outstanding, including both common and 
preferred. 

Speaking of what he terms the agitation that has 
been created in favor of an increase in rates, it was 
pointed out that if it is continued during the future 
years, for the purpose of renewing the fight within a year 
or two or for the purpose of getting additional advances 
in future years, sooner or later a crisis is apt to come. 
Nothing stronger, nothing better could possibly be done 
for the benefit of these railroads themselves or for the 
benefit of the American industries, he said, than a plain 
statement showing the increase in the prosperity of these 
earriers and stability of their credit. “Such an announce- 
ment from this tr’'dunal would be immediately followed 
by a revival of business. These carriers would resume 
their usual orders for supplies and their credit would 
be stronger than ever on the market place.” 

He reiterated what he has said frequently in the past 
that the claim of a crisis in the railroad industry has not 
the slightest foundation in fact. 


Brandeis Speaks. 

That the net income and operating revenues of east- 
ern railroads are “smaller than is consistent with their as- 
sured prosperity and the welfare of the community” was 
announced as a conclusion by Louis D. Brandeis of Boston, 
counsel for the Interstate Commerce Commission in the 
case. He maintained, however, that to make a horizontal 
advance in all freight rates as proposed by the railroads 
was illegal and beyond the powers of the Commission. 

Mr. Brandeis said that steps should be taken as soon 
as possible to increase the carriers’ revenues, and sug- 
gested that testimony given at the Commission’s hearings 
had shown how that might be done without advancing 
rates. He referred to the elimination of special allowances 
to shippers, free car spotting and other free services now 
performed by the roads. 

The Opening Monday. 

With the hearing room a little more than comfort- 
ably filled, arguments were begun Monday in the 5 per 
cent advance rate case. 

In making a preliminary statement, Chairman Har- 
lan announced that it was the Commissidn’s view that 
the carriers should open the arguments, and the pro- 
cedure follow with appearances of Attorney Clifford 
Thorne, appearing for eight middle western states in 
opposition to the general advance as a whole; attorneys 
in opposition to advances on lake-and-rail rates; Attor- 
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ney Frank Lyon, on behalf of the Pittsburgh Coal Co., 
against increases in coal rates; protestants against in- 
creases in individual cases; Attorney Louis D. Bran- 
deis, for the Commission, and then a closing reply by 
the carriers. 

The time to be devoted to the arguments, it was 
decided, would be determined through conferences be- 
tween attorneys on one side and Attorney Brandeis and 
Special Examiner Carmalt on the other. The railroads 
expected half the time, and Attorney Brandeis suggested 
that five days be allotted to the arguments. 

Attorneys for the railroads who appeared included 
George Stewart Patterson, general solicitor, who opened 
the arguments and discussed the general question as to 
the need of the carirers for additional revenue and par- 
ticularly as to the need for the Pennsylvania. 

His argument was a succinct review of the basis 
on which the increase was male, its extent and the 
scope of existing relations and particularly as to the 
needs of the carriers for more revenue. It was a clear 
condensation of the general broad question as brought out 
at the hearings and incorporated in the elaborate briefs 
which the railroads submitted. In an even, distinct tone 
Mr. Patterson went through the case, not bringing out, or 
attempting to do so, anything not already developed, but 
putting into sharp sentences, punctuated with facts and 
figures, the gist of the story as the railroads see it. He 
devoted some little time to the 1910 case, and let up from 
the finding, prepared by Commissioner Prouty, that the 
railroads had not sustained their case, and that nothing 
but an actual test could determine whether the carriers 
would later be justified in seeking an advance. 


Burden of Proof. 


Referring to the matter of the carriers sustaining the 
burden of proof in the present case, Attorney Patterson 
said it had primarily done so on the matter of the need 
of added revenue, and stated that he believed the car- 
riers have shown that the money invested in railroad 
property has been earning little since 1903 and that in 
the last few years it has earned substantially nothing. 

Further, he pointed out the railroads had shown the 
effect on revenue by voluntary and involuntary reduction 
of rates since 1910 and also by reason of the fall of the 
purchase value beginning with 1906, with the lowest ebb, 
so far as statistics up to the present time are concerned, 
in 1912, by reason of the actual decrease in rates not 
represented by the monetary equivalent of the rates. 
Crowning the whole situation, though, it was shown what 
enormous added expenses the railroads have been com- 
pelled to meet by way of increased wages, the huge in- 
crease in taxes and the tremendous expenditure resulting 
from both federal and states legislation. 

Showing that the railroad business had increased 
greatly during the ten-year period as well as since the 
three-year period ending June 30, 1913, with the latter 
the “peak” year, Mr, Patterson laid emphasis on the fact 
that gross revenues, operating revenues and other sources 
of income meant nothing unless other considerations re 
ceived attention, such as property investment and operat 
ing expenses. Too, he said the net corporate income must 
be related to the capital which has produced it. Despite 
the increase in the tractive power of locomotives, the size 
of freight cars, of trainloads, of loaded cars and the aver- 
age number of cars per train, Mr. Patterson said the rail 
roads are in a bad situation. The B. & O., for instance, 
he said, found itself worse off by $800,000 than before it 
made an investment of $116,000,000 for building up its road 
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since 1903. The investment of 35 railroads in Official 
Classification since 1903 for road equipment, he said, had 
been $1,980,000,000, while they had increased their capital 
obligations by $2,000,000,000 and earned on the latter only 
4% per cent. He made a plea for an adequate surplus 
for the railroads that the existence of dividends might be 
guaranteed in bad as well as in good times and cited a 
number of improvements requiring a large outlay which 
produce no return on the money invested. These included 
elimination of grade crossings, electrification, ornamental 
bridges in cities, etc. In 1903, he said, the surplus of 35 
of the eastern railroads was 1.83 per cent of the total 
capital obligations and that in 1913 this had fallen to 1.19 
per cent. The Pennsylvania, he said, had fallen from 3.71 
to 1.99 per cent. 


Patterson’s Summary. 


Summarizing thé whole thing, Mr. Patterson said that, 
notwithstanding the huge investments, immense traffic, 
increases in tractive power, etc., the railroads found them- 
selves worse off than they were in 1903. 

With $659,000,000 put into property by the 35 rail- 
roads from 1910 to 1913, he said there was $1,000,000 less 
operating income on June 30, 1913, than on June 30, 1902. 
The increase in operating revenue was $131,000,000 in 
1913, he said. 

Attorney Butterfield for the New York Central said the 
responsibility resting on the Commission was equally as 
great as that of counsel for the carriers in arriving at a 
correct solution of this matter. An adverse result could not 
follow any failure of the carriers to furnish any particular 
phase of the financial conditions of the carriers, he con- 
tended, because the Congress had placed in the hands of the 
Commission adequate means and facilities to secure any 
information it may desire. 

It may be that the justification for the proposed ad- 
vances may rest in the minds of the executives of the 
railroads which they may not have clearly placed before 
the Commission, but the one convincing fact is that, coming 
to their present high positions from widely divergent fields 
and by as many different roadways, these master minds 
have devoted their energies, minds, bodies and souls to the 
roads they represent and have all arrived at the same con- 
clusion—the pressing need for immediate relief. 

Mr. Butterfield said that within the next 10 years 
the New York Central expects to expend $400,000,000 
in improvements and betterments, much of which has 
been called for by legislative action. 


Carriers’ Argument Finished. 


The carriers completed their direct argument Tues- 
day afternoon, the day having been used by J. L. Minnis, 
who spoke for the roads in Central Freight Association 
territory, George F. Crownell, vice-president and general 
counsel, for the Erie, and Hdgh L. Bond, vice-president 
and general attorney, for the Baltimore & Ohio, in this 
proceeding. 

Mr. Minnis had a comparatively easy time in his 
argument, because immediately before he began speak- 
ing Louis_D. Brandeis filed his brief admitting that the 
C. F. A. roads are in the condition asserted by Mr. 
Minnis and by the statisticians for the Wabash, who 
submitted tables on the first day of the hearings on 
the five per cent application. Mr. Brandeis’ admission 
made it unnecessary for him to go into the details of 
the financial distress of the carriers represented by him. 

According to Mr. Minnis, there is a broad question 
of national policy underlying the application of the roads 
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for permission to increase rates. He maintained that 
a reasonable rate for a service by a railroad is that 
which will yield a return that is satisfactory to the in- 
vestor. Unless he is satisfied there can be no growth 
of the railroads already in existence, and necessarily 
there will be no new ones projected. Unless the rates 
are such as to attract capital it is useless to talk about 
railroad development. 

The Act to regulate commerce, he said, is workable. 
It is a just rule for both the railroads and the public, but 
nothing can be worked unless there is a full recognition 
of the fact that capital is not only entitled to an ade- 
quate return, but that it will have it or will not go into 
projects promising small or no return at all. 

Fine-spun theories as to what might be done by in- 
creasing passenger rates, making separate charges for 
terminal services and so on, he contended, avail nothing 
at a time like this, when the question is as to where 
the money is to come from. The public cannot be forced 
to give its money for railroad purposes and to suggest 
a course that will bring about litigation lasting for years 
is no answer to the question propounded by the railroads. 

Large Railroad Investment. 

Mr. Brownell said more than one-tenth of the wealth 
of the country is invested in the railroads. Aside from 
agriculture, it is the largest single interest. 

In large measure the industry has lost the opportunity 
to control expenditure. Federal and state regulations 
and requirements are such that money must be paid 
out, often against the judgment of those who have been 
placed in positions of trust with regard to the money 
invested in the properties of transportation companies. 
He said the managers of the railroads are doing their 
best to bear the burdens placed upon them, but he asked 
that they be not deprived of the strength needed to 
discharge their duties. 

“The prospect is that, even if rates are increased, the 
rate of net return upon investment will continue to 
diminish, despite increases in the volume of business,” 
said Mr. Brownell. “While other industries have in- 
creased the selling prices of their products, the only re- 
adjustments for the railroad industry have been those 
in respect to their expenditures. The forces bringing 
about the rise of prices will necessarily lead to a rise 
in railroad rates, or to railroad bankruptcy. The rail- 
roads are compelled, in their efforts to attract capital, 
to offer junior securities, which can be marketed only 
at lower prices and upon higher interest rates. Many of 
the companies have recently found it impracticable to 
dispose of long term bonds and have been forced to finance 
by means of short term notes. 

“Unless the railroads are permitted to increase their 
revenues by a reasonable increase in their rates so as 
to meet the large and permanent increases in the wage 
cost, taxes and other expenses, it will be only a question 
of time when there will result not merely a suspension 
of dividends, but also, in some cases at least, a default 
in the payment of interest and other obligations. Unless 
they are able to receive rates sufficient to meet their 
obligations and leave a reasonable margin of safety, 
there is little ground to believe that private capital will 
produce the necessary new money absolutely necessary. It 
is admitted that many of the roads need new capital, and 
it must come now from private investors or not at all.” 

Cost of the Case. 

Mr. Brownell called attention to the fact that it has 

cost the carriers a million and a half to prepare and 
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file the tariffs to bring this case to the attention of the 
Commission. He called that fact to view to illustrate 
the assertion that expenses increase in every direction. 
If all carriers were equally prosperous, he said, the addi- 
tional expenses might be borne without signs of distress, 
but they are not, hence the addition of even that com- 
paratively small amount means much more than $1,500,- 
000 might reasonably be regarded as meaning in opera- 
tions involving billions. 

sr. Bond’s task was to show the condition of the 
Baltimore & Ohio and to impress on the Commission the 
significance of the fact that, notwithstanding the fact 
that large additions have been made to the road’s capital 
account, there has been an actual decrease in net return. 
In other words, while much new capital has been brought 
in, all necessarily under the popular impression that a 
well-established railroad is going to be able to charge 
rates that will justify employment of new capital, the 


‘returns, thus far, do not justify the employtnent of the 


new money and, unless the increase asked for is given, 
there will be no justification such as the managers of 
the property had a right to expect they would be able to 
show. They acted on the assumption that if capital 
expenditures are allowed, a return upon the new money 
would be allowed. He expressed a doubt as to whether 
the public really favors the procurement of new money 
for extensions and betterments, required by law, on which 
the Commission, by an adverse order, might refuse to 
allow return. 

The questions at issue, he said, had been discussed 
at the beginning and during the continuance of the hear- 
ings, so that all he could hope to do now would be to 
impress upon the Commission considerations which have 
heretofore been urged upon the Commissioners who have 
sat at different times during the taking of the testimony. 


Wednesday’s Arguments. 


The arguments on Wednesday were made by J. Rush 
Butler, in support of the protest of Chicago, Duluth and 
other lake cities against the proposed advance in lake- 
and-rail rates, and Frank Lyon, attorney for the Pitts- 
burgh Coal Co., against any advance in the rates on coal. 

The protest against the advance on lake and rail 
rates is based on the proposition that the trunk lines, by 
means of various devices, have robbed the water transporta- 
tion of its character as a competitor of the all-rail business 
and that to permit a further advance in rates so narrows 
the difference between lake and rail and all rai] that there 
will be no invitation to shippers to use the water lines. 

Another phase of that protest is the contention of the 
protestants that the maintenance of the ocean and rail 
routes by the trunk lines is a burden on the lake and rail 
because they force the lake lines to absorb the shrinkage 
made by the differential lines. 

“If the trunk lines want to maintain those differential 
routes,” said Mr. Butler, “let them absorb the shrinkage and 
not place it upon the lake lines. 

“Carriers in C. F. A. prorate with the Detroit & Cleve- 
land navigation line and allow it its full divisions for the 
110-mile haul between Detroit and Cleveland, but they re- 
fuse to pro rate between other lines.” 

Mr. Butler insisted that these burdens placed on the 
water lines owned by the rail carriers were placed there 
for the sole purpose of eliminating the competition of the 
water lines and forcing as much of the business to go all- 
rail as possible. He holds that the land lines should be 
forced to prorate with any and all water lines. He said 
there was a woeful paucity of real information as to costs 
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to support Mr. McCain’s testimony that the lake lines need 

increased revenues, saying that the testimony with regard 

to the Mutual Transit and the Mutual Terminal companies 

show that supposed losses are mere matters of bookkeeping. 
Water Carriers Barred. 

He suggested that the water carriers and their trunk 
line owners have all the information really needed to give 
the Commission an accurate view-of the actual conditions; 
that they have not given the needed information, and on 
that showing alone they are shut out of consideration of 
their application for permission to make the so-called five 
per cent increase. As to the percentage of increase, he 
submitted that inasmuch as the increase is on the all-rail 
basis on which lake and rail rates are made, the increase 
is more than six per cent as to the water carriers. 

Frank Lyon contended that under the Boileau case re- 
port and opinion that Commission must deny the applica- 
tion for authority to increase rates on that commodity. He 
laid down the proposition that it is fundamental that our 
civilization is a failure if the cost of transporting com- 
modites is to go up, notwithstanding the increase of the 
size of equipment and roadbed. He said that the only 
justification for a constantly increasing cost of transporta- 
tion would be a positive showing that the service rendered 
is different and much more expensive per unit. He said 
there had been no such showing in this case. 

He suggested that this is not a case for adjustment, a 
blanket increase, upon an alleged uniform percentage scale, 
with a minimum of 5c per ton, but does present a case for 
an adjustment of transportation charges, as between the 
passenger and freight business and as between different 
commodities. This is true, he contended, regardless of 
whether the carriers’ revenues are adequate or inadequate. 
This remedy for possible inadequacy, he pointed out, is men- 
tioned because the variable return for different services 
has been so strikingly emphasized by the facts throughout 
the hearings. 

Secretary Coles of the Postal League argued for a short 
time, favoring government ownership of the railroads, 
which, he said, “would surely welcome this solution of their 
difficulties, as they have already many times asserted dur- 
ing the progress of this and other proceedings that they 
are on the verge of bankruptcy.” He contended also for 
government ownership of telephone, telegraph, “auto and 
coming aerial” lines, all part of the one “great breathing 
system of the body politic.” 

As to the ability to find men properly to conduct thes 
large enterprises, which, he said, the railroads pronounced 
impossible, if the railroad managers are relieved of their 
duties, it was only necessary to call attention to the wor! 
of such men as “Col. Goethals, and hundreds of others « 
like ability, who are available throughout the country.” 


NEW DECISION 


In the complaint of George A. Hormel & Co. against th: 
Chicago, Milwaukee & St. Paul, the Commission, speaking 
through Commissioner McChord, has modified its ord 
in the original proceeding so that the holding now is th 
the rate of 20 cents on fresh meats and packing-hou-' 
products from South St. Paul, Minn., to Chicago undu’'y 
discriminates against South St. Paul in favor of Aust 
Minn. Swift & Co. intervened and asked for reparati: 
but that was denied to that company, the announcemé¢ 
being that mere showing of specific shipments does n 
make out a prima facie case for reparation when t 
complaint is based on an allegation of discrimination 
rate or service. 
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THE TRAFFIC WORLD 


National Industrial Traffic League 


Important Results of Its Meeting at Cleveland—Rules for Weighing 
Carload Freight Agreed on with Railroads 


At a well-attended and enthusiastic meeting in Cleve- 
land, O., last week the National Industrial Traffic League 
accomplished much, and its officers and members came 
away highly gratified. Perhaps the most important busi- 
ness transacted was the adoption by the League of the 
rules formulated by its committee on weighing and the 
subcommittee on weighing of the American Railway Asso- 
ciation. The railway association has yet to adopt the 
rules, but no doubt is felt of the ratification. 

Neither the railroad nor the League committee got 
al’ it wanted. The report is a “give and take” arrange- 
ment, the result of many and earnest conferences with 
a view to bringing about co-operation in the matter of 
rules governing the weighing and reweighing of carload 
freight. 

The rules as agreed on by the joint committee and 
ratified by the League follow in full: 


Introductory Paragraph. 


These rules do not change or amend the rules, minimum 
weights or estimated weights provided in tariffs or the classi- 
fications governing the tariffs, nor the rules and regulations 
of the individual lines as filed with the Interstate Commerce 
Commission. 

Rule 1.—Supervision of Scales. 


When weights obtained on railroad or private scales are 
used for the assessment of freight charges, such scales shall 
be maintained, tested and operated in accordance with the 
Track Scale Specifications and Rules approved by the Ameri- 
can Railway Association. 


Rule 2.—Weights—By Whom Ascertained. 


Weights should be ascertained by competent employes after 
proper instruction and under proper supervision. 


Rule 3.—Weights—How Ascertained. 


Section A—When track scale weights are used for the 
assessment of freight charges, weighing must be done by or 
under the supervision of the carriers or their representatives 
or under properly supervised weight agreeements. 

Section B—Cars may be weighed at rest: (1) When un- 
coupled and free at both ends. (2) When coupled at one end 
and free at the other end, only at points where the scale rails 
are level and approach rails level for a distance of 50 feet, and 
when the scales are kept in first class condition. 

Section C—Cars» may be weighed in motion, only when 
uncoupled and free at both ends and alone, upon scales prop- 
erly designed for weighing in motion and in charge of a com- 
petent weighmaster. 

Section D—Cars loaded with long material extending frorn 
one car to another may be weighed coupled at rest. They may 
also be weighed coupled in motion on scales of- sufficient 
length to properly weigh together the cars so coupled. 

Section E—When the actual tare of a car has been ascer- 
tained immediately before loading, it shall be used in lieu of 
the marked tare, except as provided in Section F. 

Section F—If a loaded car upon arrival at destination is 
weighed and the actual tare is ascertained after the entire 
lading of the car has been removed, including all packing and 
the debris resulting from that lading, it shall be used in lieu of 
the marked tare. If the car is reloaded by the consignee, 
actual tare obtained in like manner may be used. 

Section G—The marked tare should be used to arrive at the 
net weight of the load, except as provided in Sections E and F 
of this rule. 


Rule 4—Weights—Where Ascertained. 


Carload freight should be weighed at point of origin, or as 
near thereto as practicable. 


Rule 5.—When Cars May Be Re-weighed. 


Section A—When the lading has been transferred en route, 
where car has met with an accident, or where for other 
reasons there is evidence of loss in transit, the carriers will, 
when practicable, reweigh the car. 

Section B—Carload freight may also be reweighed en route 
or at destination for the information of the interested carriers 
and to test the accuracy of previous weighing. (See Rule 8.) 

Section C—When request is made by consignor or consignee 
for the reweighing of any car, such reweighing shall be done, 
whenever practicable, the car to be weighed again if neces- 
sary—subject to Rule 9. 


Rule 6—Notification. 

Upon request the consignor will be furnished with the 
gross, tare and net weights and all changes made therein. 
Rule 7—Information to Be Shown on Scale Record, Weight 

Certificate, Way-Bill, Freight-Bill, Etc. 
Section A—A record should be kept at each track scale 


showing the gross tare (whether actual or stenciled), and net 
weight; the date and time of weighing: the condition of the 
weather; whether weighed at rest or in motion; coupled at one 
or both ends or uncoupled; when actual tare is used, estimated 
amount of debris in the car. 

Section B—The point at which car is weighed and the gross 
tare and net weights will be noted in ink or indelible pencil 
on regular way-bill and slip-bill or card-bill. When actual tare 
is used instead of marked tare it should be so specified (see 
Rule 3). The method of ascertaining the weight should also be 
specified as railroad scale, weighing bureau, shippers’, tariff, 
classification or agreement weight. This information must also 
be shown on transfers to connecting line, on correction sheets 
when issued, carried on way-bills to destination and shown on 
feight bills. 

Section C—When track scales are equipped with registering 
or recording device and sticker form of scale tickets is used, 
said tickets may be used in same manner as provided above 
and if space is provided thereon, the information shown in 
Section A will be added. 

Section D—Where side cards are provided for the purpose, 
weights should be endorsed thereon. 

Section E—In case agent at point of origin receives request 
from consignor for the result of weighing or reweighing, proper 
notation should be made on billing accompanying the car to 
destination. (See Rule 6.) 

Section F—Where weights are obtained for billing purposes 
under weight agreements, which do not provide for use of the 
gross and tare weights, the gross and tare weights need not 
be shown as provided in Sections B, C and D. 


Rule 8&—Weights to Govern and Tolerance. 


Section A—Where carload freight, the weight of which is 
not subject to change from its inherent nature, is check- 
weighed or reweighed en route or at destination, no correction 
will be made in the billed weight except as provided below: 


Section B—If the difference between the original net weight 
and the weight obtained by reweighing does not exceed the 
tolerance provided in this rule, the first weight will not be 
changed. If such difference exceeds the tolerance, the car 
should be weighed a third time if practicable. If the third 
weighing confirms the original weight within the tolerance no 
change shall be made. Where the original weight cannot be 
applied as above, the lower of the second or third weights shall 
be used where the difference between the second and third 
weight does not exceed the tolerance, 

Section C—In deciding between weights obtained on track 
scales as to which is the more correct, all of the conditions 
under which the several weighing were done must be taken 
into consideration, including the class of scale, condition, how 
recently tested, the manner of weighing, whether cars was at 
rest or in motion, coupled or uncoupled, actual or stenciled 
tare used, the time of weighing, weather conditions and the 
reliability of the weigher, giving preference to that weight 
obtained under the best conditions. 


Section D—The consignor or consignee shall be permitted 
to show the actual weight of any carload shipment either by 
means of shipper’s authenticated invoice or by weighing the 
entire load on platform scales, or by so weighing a proper por- 
tion of uniform or standard weight articles (not less than ten 
(10) per cent of the lading), weighing to be performed under 
supervision of the carrier; provided such total weight includes 
all blocking, packing and debris resulting from the lading in 
question. This actual weight will be used to determine freight 
charges (subject to weight agreements if applicable), provided 
the difference in weight exceeds the tolerance. 

Section E—The tolerance shall be one per cent (1%) of 
the lading, with a minimum of 500 pounds, on all carload 
freight, including coal and coke, except that when ashes, cin- 
ders, clay, dolomite, ganister, gravel, mill-scale, ore, sand, 
slag, all stone (not cut), and similar bulk freight, brick and 
soft drain tile are loaded in open cars, the tolerance shall be 
one per cent (1%) of the lading, with a minimum of 1,000 
pounds. 


Note.—Tolerance on coal and coke does not include dif- 
ference in weight due to evaporation which shall be deter- 
mined and published in initial carrier’s tariff. 

Section F—Weights of commodities subject to shrinkage in 
weight from their inherent nature, properly obtained at or near 
point of origin, should not be changed, except as provided for 
in the tariffs of the carriers. If obvious error is discovered, 
each case should be dealt with upon its individual merits and 
report made to the originating carrier with all the facts. 

Rule 9.—Charges for Weighing and Reweighing. 

Section A—When weights are obtained for the assessment 
of freight charges, no charge will be made by the carrier for 
the service. 

Section B—When a car is weighed or reweighed, either 
empty or loaded, at request of either consignor or consignee, 
the service and charges will be in accordance with conditions 
named below, subject to the rules and carload minimum 
weights prescribed in tariffs and classifications. 

Section C—When a shipper or consignee requests that a car 
containing a commodity which is not subject to shrinkage 
from its inherent nature be reweighed, this service, wherever 
practicable, will be performed by the carrier without chage, 
provided such reweighing discloses error in the billed weight 
of more than the tolerance provided in Rule 8. When a car 
contains a commodity which is subject to shrinkage from its 
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inherent nature, no charge will be made if the billed weight is 

changed, as per Rule 8, Section F. ; 
Section D—When a car is weighed or reweighed either 
empty or loaded at request of either consignor or consignee, a 
charge will be made each time car is weighed: (except as 
provided in Sec. C). (1) On private scales located at the in- 
(2) On other private scales, conveniently 


dustry $—— per car. L ly 
located $—— per car. (See note.) (3) On railroad company’s 
scales, conveniently located $—— per car. 


Note—The parties desiring the weighing done must make 
their own arrangements with the owners of the scales for 
their use, the charge of $ covers only the weighing serv- 
ice performed by the carrier. , 

Section E—When inbound freight is weighed or reweighed 
by a switching line (not participating in the freight rate) 
the above charges will be assessed, regardless of any variation 
in weights, and will be in addition to the regular switching 
charge. If no change is made in billed weight, the charge 
will be against the party or road requesting weighing; when 
change is made in billed weight the charge will be made by 
the switching line against the delivering road. ; 

Section F—When carload shipments which are provided 
for in classification and tariffs at fixed or estimated weights 
are reweighed at the request of consignor or consignee the 
above charges will be assessed, regardless of any variation in 





weight. ; pate 

Section G—Where carload shipments are billed at minimum 
earload weight and are reweighed on request of consignor or 
consignee, the above charges will be assessed, unless the varia- 


tion in the weight increases the freight charges. 


Rule 10—Weight Agreements. 
Section A—When shippers’ weights of property are accepted 
and applied by the carriers under weight agreements, prop- 
erly supervised, such weights should be designated in the pre- 
scribed manner on waybills, shipping tickets, bills of lading, 
or weight certificates (see Rule 7, Section B), and the property 
should not be reweighed, except as provied in Rule 5. Proper 
supervision means checking of the records of the shipper by 
the authorized representative of the carrier to verify the 
weights and descriptions furnished, and the weighing of a suffi- 


cient number of cars for verifications, : - 
Section B—When investigation, through examination of the 


shippers’ records or by reweighing, discloses error in weights 


or description shown on original billing the charges shall be 
proper basis and notice of such change shall 


adjusted to the 
> cases be transmitted to the interested carriers or their 


representatives. ; 
nection C—Forms of weight agreement suitable to the 


character of the business tendered for transportation shall em- 
brace the following general principles and copies thereof shall 
be filed with the Interstate Commerce Commission. The agree- 
ments shall be in writing and provide that: _ i. 

(1) The shipper shall report and certify correct gross 
weights (except where estimated weights are provided in 
tariff or classifications), and correct description of commodities 
on shipping tickets, bills of lading or weight certificates and 
correct gross tare and net weights when obtained on track 
seales, where such weights are used for billing purposes. : 

(2) The shipper shall allow the authorized representative 
of the carrier to inspect the original weight sheets, books, in- 
voices and records necessary to verify the weights and descrip- 
tion of the commodities certified in the shipping tickets, bills 
of lading or’ weight certificate. : 

(3) The shipper shall promptly pay to the authorized rep- 
resentative of the carrier bills for all undercharges resulting 
from the certification of incorrect weights or improper descrip- 
tion. 

(4) When weights of uniform or standard weight articles 
are based upon averages, the shipper shall give prompt notice 
to the authorized representative of the carrier when any change 
is made in the package or material used which will affect 
the weight arrived at by use of the average. 

(5) The shipper shall keep in good weighing condition any 
and all scales used in determining weights and have track 
scales tested, maintained and operated in accordance with the 
Track Scale Specifications and Rules approved by the American 
Railway Association and shall allow the authorized representa- 
tive of the carrier to inspect and test them. 

(6) The agreement may be cancelled by ten days’ 
in writing to either party. 

(7) All shipments made under the agreement will be sub- 
ject to rates and charges prescribed by classifications, tariffs 
or rules of the carriers interested. 


Question of Tolerance. 
In the matter of tolerance, the committee says in its 


notice 


report: 


You committee has very fully discussed the question of 
tolerance with the committee of the carriers and has come 
to an agreement with respect to this rule except as to one 
provision. Your committee originally suggested a tolerance 
of 1 per cent with a minimum of 500 pounds on all freight 
except as to certain commodities loaded in open cars, on which 
your committee agreed to accept a tolerance of 1 per cent 
with a minimum of 1,000 pounds; but in addition to this your 
committee further provided that in case the difference in 
freight charges based upon the difference in weight was 50c or 
more the billing should be corrected, this was later changed 
to $1.00 or more. Your committee believes that in the case 
of commodities taking a high rate of freight 1 per cent of the 
load with a minimum of 500 pounds is too great a tolerance; 
as for example, where the rates run from $1.50 to $3.00 per 
hundred pounds, that tolerance would preclude any changes 
for a difference in freight charges amounting to from $7.50 
to $15.00 per car. The carriers would not consent to this so- 
called money tolerance and it was finally decided that we agree 
upon the code of rules without this money tolerance; and that 
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the code of rules so agreed to, when approved by our respect- 
ive organization, would be presented to the Commission jointly, 
with a separate recommendation on behalf of the League that 
this money tolerance be included. Your committee believes that 
this should be included and recommends same for your ap- 
proval. The paragraph your committee has suggested reads 
as follows: 

“The tolerance under Section D shall be one cent (1%) of 
the load, with a minimum of 500 pounds, or a difference in 
freight charges of $1.00, based upon the difference in weight.”’ 

This is a change from our original suggestion in the re- 
spect that it does not apply the money tolerance to differences 
between track scale weights, but limits same to weights ob- 
tained as provided in Section D of Rule 8. 


It was reported to the League that the railroads are 
considering the advisability of abolishing the average de- 
murrage agreement. The League took a stand against 


any such action. 
The tariff committee made a recommendation for the 


unification of characters on printed tariffs, and the matter 
will be presented to the Interstate Commerce Commission. 

The committees on uniform classification and tariffs 
recommended that the railroads publish all three classifi- 
cations in one issue. The recommendation was adopted 
and the committee was instructed to try to work some- 
thing out along that line. It was thought that the work 
of making uniform descriptions had proceeded far enough 


to enable this to be done. 
In the matter of a standard form for freight claims, 


which the League had adopted, it was reported that some 
of the railroads were giving indications of taking failure 
to use this standard form as an excuse for considering the 
claim not properly filed. The committee on freight claims 
was instructed to look into this. 

Code of Storage Rules. 


The committee on car demurrage and storage reported 
that the code of storage rules submitted to the American 
Railway Association by the committee had been adopted 
to take effect May 1, 1914. New Rules in the code and 
rules which have been changed in any way are herewith 
given: 

Rule 1.—Freight Subject to Rules. 


Freight, except company material, received for delivery or 
held to complete a shipment or for forwarding directions, if 
stored in or on railroad premises, is subject to these storage 
rules: 

Section A—Carload shipments of explosives or other danger- 
ous articles are subject to both demurrage and storage rules. 
(See Rule 6.) 

Section B—Other carload freight held in cars for delivery 
and subsequently unloaded in or on railroad premises is sub- 
ject to demurrage rules while in cars and to these storage rules 
after it is unloaded. 

Section C—Shipments of less than carload freight loaded 
into or delivered direct from cars are subject to storage rules, 
but when the loading or unloading is done by shipper or con- 
signee either as required by classifications or tariffs, or at re- 
quest of shipper or consignee, the cars are subject to demurrage 
rules and storage rules do not apply. 

Section D—Freight upon which the free time allowed under 
demurrage rules has expired while in cars. and subsequently 
unloaded in or on railroad premises, is subject to these storage 
rules when unloaded, without free time allowance. 


Rule 2.—Notification. 

: Section A—Notice shall be sent or given consignee by car- 
rier’s agent in writing, or as otherwise agreed to by carrier 
and consignee, within twenty-four hours (one day) after arrival 
of shipments and billing at destination, such notice to contain 
point of shipment and commodity. 

Section B—Refused or Unclaimed Freight. 1. Where ship- 
ments have been piainly marked with the consignor’s name 
and address, preceded by the word “from,” notice shall be im- 
mediately sent or given consignor of refusal of L. C. L. ship- 
ments. Unclaimed L. C. L. shipments will be treated as refused 
after fifteen calendar days from expiration of free time. 

2. Notice shall be sent or given the consignor of unclaimed 
or refused shipments of explosives or other dangerous articles 
on hand forty-eight hours, providing written request is received 
for this information by agent at point of origin at time of ship- 
ment. Such requests should be plainly written on a rectangular 
piece of paper of different color from any label required under 
the Interstate Commerce Commission’s regulations and placed 


on the package in elose proximity to such label or to name. 


of consignee. 
3. Where consignor requests notice of unclaimed or refused 


shipments be sent by telegraph, this may only be done at 
his expense. 
Rule 3.—Free Time Allowed. 
Section A—Forty-eight hours’ (two days) free time will be 
allowed on all commodities (except the more dangerous ex- 
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plosives, as described in Rule 6, Section A), for the removal of 
inbound freight from car or railroad premises, or to complete 
a and furnish forwarding directions for outbound 
eight. 

Section B—Twenty-four hours’ (one day) free time will be 
allowed on the more dangerous explosives (as described in 
Rule 6, Section A), for the removal of inbound freight from car 
or railroad premises, or to complete a shipment and furnish 
forwarding directions for outbound freight. 

Section 6—Shipments held for reconsignment, or reshipment, 
will be allowed twenty-four hours’ (one day) free time. 

Section A—On inbound freight held for removal and on 
freight held for reconsignment or reshipment, time will be 
computed from the first 7 a. m. after the day on which notice 
of arrival is sent or given to consignee. 

Section B—On outbound freight held to complete a ship- 
ment or for forwarding directions time will be computed from 
the first 7 a. m, after receipt in or on railroad premises. 

Section C—On outbound carloads of explosives and other 
dangerous articles (as described in Rule 6), time will be com- 
puted from the first 7 a. m. after loading is begun. 

Section D—When orders for freight held for disposition or 
reconsignment are mailed, such orders will release freight at 
7 a. m. of the date orders are received at the station where the 
freight is held, provided the orders are mailed prior to the date 
received, but orders mailed and received on the same date 
release freight the following 7 a. m. 


Rule 6.—Charges for Storage on Explosives and Other Danger- 
ous Articles. 

(Note—The language of the I. C. C. Regulations may be 
changed in the near future. If so, such changes will be in- 
sorporated in this code.) 

“General Rule O. Consignees must remove shipments of 
dangerous articles from carrier’s property within forty-eight 
hours after notice of arrival at destination.” 

Storage will be charged at the following rates per day of 
twenty-four hours or fraction thereof, on explosives or other 
dangerous articles held in or on railroad premises in excess of 
free time allowed: Section A—On less than carload shipments 
of the more dangerous explosives, i. e., * *. Section B— 
On less than carload shipments of the less dangerous and rela- 
tively safe explosives, i.e, * * * 


Causes. . ie 

Section A—When, because of high water or snowdrifts, it is 
impossible to remove freight from railroad premises during the 
prescribed free time. 

Section C—Delayed or Improper Notice by Carrier. 

1. When notice has been sent or given * * *. 

2. When claim is made that a mailed notice has been de- 
layed, the postmark thereon shall be accepted as indicating the 
date of the notice. 

3. When a notice is mailed by carrier on Sunday, a legal 
holiday, or after 3 p. m. on other days (as evidenced by the 
postmark thereon), the consignee shall be allowed five hours’ 
additional free time, provided he shall mail or send to the 
earrier’s agent, within the first twenty-four hours of free time, 
written advice that the notice had not been received until after 
the free time had begun to run. In case of failure on the 
part of consignee so to notify carrier’s agent, no additional 
free time shall be allowed. s 

Section E—Delay by United States Customs. Such addi- 
tional free time shall be allowed as has been lost through such 
delay. 


Since the rendering of the former report, the Inter- 
state Commerce Commission has handed down its decision 
in the matter of storage charges on explosives and other 
dangerous articles, with the result that Rule 6 has been 
framed to conform with the opinion of the Commission. 


Demurrage Rule Changes. 


The committee on car demurrage and storage also 
reported on demurrage rules to be applied on cars for 
delivery to industries located on switch lines. The Ameri- 
can Railway Association adopted certain changes in the 
rules, owing to difficulty experienced by the carriers in 
relation with switch lines in the administration of their 
demurrage rules, where delivery is to be made of cars 
on the private siding of a consignee located on a switch 
line within the switching district, but which cars, owing 
to the inability of the consignee to receive, cannot be 
handled by the switch line, and are by the carrier line, 
placed upon constructive delivery. These changes the 
committee approved and they were subsequently approved 
by the Interstate Commerce Commission. The changed 
rules in their amended form follow: 


Per diem Rule 18 eliminated. 
Rule 2.—Free Time Allowed; Explanation, Section B—1 (sec- 
ond paragraph eliminated). 


Rule 5.—Placing Cars for Unioading. 


Section A—When delivery of cars consigned or ordered to 
any other than public delivery tracks or to industrial inter- 
change tracks cannot be made on account of the act or 
neglect of the consignee, or the inability of the consignee to 
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receive, delivery will be considered to have been made when 
the cars were tendered. The carrier’s agent must send or give 
the consignee written notice of all cars he has been unable to 
deliver because the condition of the private or interchange 
tracks, or because of other conditions attributable to consignee. 
This will be considered constructive placement. See Rule 4 
(Notification). 
Explanation. 


Section A—This will apply to such cars which consignees 
located on switching line are unable to receive and which, for 
that reason, the switching line is unable to receive from the 
carrier line, the carrier line will advise the switching line of 
point of shipment, car initials and number, contents and con- 
signee and if transferred in transit the initials and number of 
the original car; the switching line will notify consignee and 
put such cars under constructive placement. 


For Retention of Rule 10. 


The following resolution was adopted by the League: 


Whereas, The railroads in Official Classification territory 
have maintained for approximately twenty-five years what is 
known as Rule 10, providing for the unrestricted mixture of all 
commodities; and, 


Whereas, The industrial and manufacturing interests of 
said territory have been developed under this rule, with the 
result that the commercial conditions have shaped themselves 
with reference thereto; and, 


Whereas, the general shipping interests in said territory 
feel that the elimination of said rule, or any material change 
in same, would result in great hardship and injury; be it, 
therefore, 

Resolved, That the National Industrial Traffic League, for 
the reasons above stated, is opposed to any such radical change 
in classification rules as the elimination of Rule 10 in said ter- 
ritory contemplates; and, be it further 

Resolved, That this expression of attitude on this question 
is not to be understood as advocating the principle of Rule 10 
in any other classification territory. 


FINES FOR REBATING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 





It has been reported to the Commission that on April 
28, in the District Court for the Western District of 
Michigan, the Ann Arbor Railroad Co. entered a plea of 
guilty to an indictment charging the granting of con- 
cessions on shipments of packing-house products in Chi- 
cago to local stations on the Ann Arbor Railroad, and 
the Saginaw Beef Co. pleaded guilty to accepting con- 
cessions in connection with same shipments. Each defend- 
ant was find $8,000. The indictments to which the pleas 
were entered were returned March 12th by the Federal 
Grand Jury at Grand Rapids, Mich. 

It appears that the concessions charged in the in- 
dictments grew out of the practice of Swift & Co. of mak- 
ing shipments of packing-house products from Chicago 
in carload lots, which were billed to either Frankfort or 
Owosso, Mich., and which were peddled along the lines 
of the Ann Arbor instead of being carried to billed destina- 
tion. These shipments were consigned to the Saginaw 
Beef Co., a company having exclusive right, except at a 
few points, to-sell Swift & Co. products in the state of 
Michigan, The initial line in Chicago received a carload 
billing and transported the shipments in good faith as 
carload lots, but when shipments in question reached the 
rails of the Ann Arbor Railroad, a representative of the 
Saginaw Beef Co. was permitted to board the train and 
distribute small lots of meat at various stations inter- 
mediate to the billed destination. 


Swift & Co. prepaid freight on a basis of a carload 
rate, but in order that the distribution might be easily 
affected, the shipments were loaded in station order and 
in many instances were branded or marked with the names 
of the consignees and the true destinations. By this prac- 
tice the shippers saved over the lawful rate thirty dollars 
to sixty dollars a car. 


An indictment against Swift & Co. for its part in 
these transactions was returned in the Northern District 
of Illinois and is still pending. 
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ADVANCE RATE BRIEFS 


———__ 


Railroads, Clifford Thorne, Louis D. Brandeis 
File Their Arguments 





The thirty-five railroad systems that are appealing to 
the Interstate Commerce Commission for an increase in 
freight rates have filed with the Commission their brief 
summarizing their position. 

The brief devotes considerable attention to the eco- 
nomic features of the case. It is set forth that the pur- 
chasing power of money has so decreased in the past 
eighteen years “that the purchasing power of the moneys 
for freight on the railroads of the country, 


now paid 
were in 1912 approximately 30 per cent less 


generally, 
in the market for commodities than it was in 1896.” 
“Imagine the protests,” says the brief, “and the un- 
settlement of the value of railroad securities in the mar- 
ket if it had been proposed by law in 1896 to require the 
railways to reduce their rates and the compensation re 
ceived by them for their services from 35 to 40 per cent, 
or if an order had been made by this Commission to any 
Yet witnesses have shown that the actual 


such effect. 
compensation have, by reason of the 


rates and actual 
diminished purchasing power of the dollar, been lowered 


far in excess of the apparent lowering as measured in 
gold dollars. 

“The railroads are still required to sell their services 
at rates to pay even less than those established years ago, 
after competition had forced them to a low level, and to 
take their pay in a depreciated currency, while they must 
buy their labor, buy their materials, borrow their capital 
and pay their taxes on the basis of present-day commodity 


prices.” 
Conclusions of Carriers. 


After presenting in detail the situation as relating 
to different roads or groups of roads, the conclusions of 
the carriers are thus set forth: 

“We have shown a steady decline in the return on the 
money which has gone into the transportation plant, i. e., 
the road and equipment. 

“We have shown (a) that in the period 1903 to 1913 
the net operating income per cent (of the thirty-five roads 
embraced in this proceeding) on the money which went 
into the property investment account, was an amount 
equal to 4.31 per cent in 1913 over 1910. The rate of 
return on property investment was 5.85 per cent in 1903, 
6.28 per cent in 1910 and 5.36 per cent in 1913. 

“Comparing 1913 with 1910, the combined property 
investment increased $659,862,588, which operating reve- 

775,867. Including taxes, which in- 


nue increased $186,775, 
creased over $11,579,165, expenses increased more than 


$201,301,462, so that net operating income decreased $16,- 
311,000 or nearly 5 per cent. 

“In other words, after increasing investment 11.74 
per cent and gross revenues 15.09 per cent, there was 
no resultant increase in net operating income; on the 
contrary, there was realized $16,311,321 less net than was 
earned before the $659,462,588 was added to the property 
investment. 

“(b) That during the 1903-1913 period, the Baltimore 
& Ohio system increased their property investment ac- 
count by $116,387,481, with a decrease in net operating 
income of $829,021, and that between 1910 and 1913 their 
property investment account increased $56,634,002, with 
a decrease of net operating income of $660,791, notwith- 
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standing the fact that in 1913 their operating revenues 
exceeded 1903 by $35,837,724, and exceeded 1910 by $13,- 
341,491. The rate of return on property investment was 
6.01 per cent in 1903, 5.21 per cent in 1910, and 4.52 
per cent in 1913. 

Pennsylvania System. 

“(c) That in the case of the Pennsylvania system, 
the property investment account increased $530,750,073 
between 1903 and 1913, with an increase of only $11,860,533 
in net operating income, or an amount equal to 2.23 per 
cent on the increase in property investment, and that 
between 1910 and 1913 that same system increased its 
property investment by $207,186,919, with a decrease of 
$11,485,511 in net operating income, notwithstanding an 
increase in 1913 in operating revenues of $148,861,269 
over 1903, and of $47,057,640 over 1910. 

“The rate of return on property investment was 7.49 
per cent in 1903, 7.41 per cent in 1910, and 5.48 per cent 
in 1913. 

“(d) That between 1903 and 1913 the New York Cen- 
tral lines increased their property investment account 
$460,198,262, and their net operating income $28,714,151, 
or an amount equal to 6.24 per cent on the increased 
investment, and that between 1910 and 1913 their in- 
creased their property investment account $159,606,173 
and their net operating income $3,765,591, or an amount 
equal to 2.36 per cent. Operating revenues increased, 
1903-1913, $124,520,099, and 1910-1913, $48,981,231. 

“The rate of return on property investment was 5.07 
per cent in 1903, 5.89 per cent in 1910, and 5.47 per cent 
in 1913. ’ 

“(e) That between 1903 and 1913 the property in- 
vestment account of the Erie Railroad system increased 
$88,459,748, with a decrease of $799,205 in net operating 
income, or no return on the increased investment, and 
notwithstanding an increase of $19,133,219 in total oper- 
ating revenues during that same period; that between 
1910 and 1913 there was an increase of $24,617,024 in 
property investment, with an increase of $201,230 in net 
operating income, or an amount equal to 0.82 per cent 
on the increased investment, while in that same period 
operating revenues increased $8,247,449. 


Property Investment Return. 


“The rate of return on property investment was 4.60 
per cent in 1903, 3.68 per cent in 1910, and 3.53 per cent 
in 1913. 

“(f) That there has been a steady and constant 
increase in transportation, maintenance of way and main- 
tenance of equipment expenses, an increase not temporary, 
but of a continuing character, due to the nature of the 
underlying causes, such as the increase in wages, legis 
lative requirements, and the necessity of maintaining ; 
higher standard of track and equipment. 


“(g) That the operating revenues Of the carriers are 
inadequate to keep pace with this increase in expenses. 
and, accordingly, that the money expended in procuring 


necessary facilities has earned an utterly inadequate r: 
turn since 1903, and ro return at all since 1910. 


“(h) The effect of these things is that at a time when 


the business of these carriers is larger in volume tha! 
ever before in their history, at a time when their capita 


obligations are the largest ever recorded and their plan‘ 
and equipment more complete and more efficient than 


ever before, they find themselves face to face with 


declining net income. They are, moreover, now withou' 


the potentiality of further operating economies, such 2 
they have been able thus far to put into effect, and whic 
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have, until but recently, held in check the forces beyond 
their control, and these are now operating in full strength 
to diminish profits. The situation disclosed in the figures 
for 1913 which are before the Commission is serious, but 
a truer reflection of the actual facts is found in the figures 
so far available for 1914, for it is only now that the full 
effect of the factors operating to diminish the carriers’ 
profits is beginning to appear. 


Mr, Willard Quoted. 

“In brief, it appears (as Mr. Willard said in his open- 
ing statement) that ‘the new capital invested in railroads 
in Official Classification territory, during the last three 
years, has earned little or no return; in fact, these prop- 
erties generally are actually earning less net, after paying 
operating expenses and taxes, than they were earning 
at the beginning of the period, and before the $659,862,000 
had been spent. 

“*The result, as might be expected, of this constant 
tendency toward diminishing net returns, has been to 
seriously check, if not altogether stop, the normal devel- 
opment of railroad facilities, in the territory affected. 
During the ten-year period these railroads found it neces- 
sary to increase their property investment approximately 
$2,000,000,000, an average of about $200,000,000 per annum, 
and it is certain that an equal, if not greater, amount 
per annum will be necessary to meet the requirements 
of the future. 

“Tt is a mistake to think that the problem is merely 
a question of dividends to railroad stockholders, although 
that feature is, of course, involved. The problem in a 
broad and true sense affects all interests, and the out- 
come of this particular case—whichever way it is decided 
—will mark an epoch, because it will, in effect, very 
largely determine whether we shall as in the past continue 
to look to private capital and private enterprise for our 
transportation requirements, or be compelled finally to 
accept the only alternative possible. It is recognized, of 
course, that railroad expansion and improvements must 
go on, and any tendency or condition that threatens to 
seriously check, if not completely stop, such expansion in 
a large and important part of the United States becomes, 
because of that fact, a matter of vital importance.’ 


Quotes the Commission. 

“The interest of the public in the situation has no- 
where been more clearly stated than in the 1910 case, 
where the Commission said: 

“‘Our railroads must be maintained in a high state 
of efficiency. This the public interests demands. Com- 
merce and industry cannot afford to wait on transporta- 
tion facilities. Our rates should be such as to render 
possible a high-class, not an extravagant, service. 

“Tt is generally conceded that within the next few 
years, if our means for transportation by rail are to keep 
pace with the calls upon them, very large sums must 
be expended in the way of new construction and new 
equipment. While some small portion of this may come 
from current earnings, the great bulk must be new capital, 
and this capital must be obtained from the investing 
public. 

“Tf, therefore, we are to rely in the future, as we 
have in the past, upon private enterprise and private cap- 
ital for our railway transportation, the return must be 
such as will induce the investment. It is therefore not 
only a matter of justice, but in the truest public interest, 
that an adequate return should be allowed upon railway 
capital.’ ” 
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‘In reference to the difficulties encountered by the 
railroads in obtaining new capital, the brief says in part: 
“Railroad companies have experienced constantly in- 
creasing difficulty in recent years in securing necessary 
new capital. 

“There has been a general increase in the interest 
return demanded of investment securities and at the same 
time the railroads have been forced to meet a great, 
world-wide and strenuous competition for the use of 
capital. 

Difficult to Get Capital. 

“One of the principal causes for the impaired ability 
of the railroads to obtain new capital is that their prop- 
erty investment is increasing in a greater ratio than their 
net operating revenue and that their inability to increase 
their rates to meet increased expenses has made them 
no longer responsive to the law of increasing returns. 

“Unless the railroads are permitted to increase their 
revenues by a reasonable increase in their rates for 
transportation services so as to help meet the large and 
permanent increases in the cost of capital, wages, taxes 
and other expenses, then it will be only a question of time 
when there will result not merely the reduction or sus- 
pension of dividends, but also, in some cases at least, a 
default in the payment of interest and other obligations. 

“Unless the railroads are able to receive rates for 
their transportation services that will produce net reve- 
nues sufficient to meet reasonable dividend requirements 
and leave a reasonable surplus as a margin of safety 
to help defray the ‘cost of progress,’ secure the future 
stability of rates, establish confidence in the continuance 
of dividends and otherwise maintain credit, there is but 
little ground to believe that private investors will afford 
the necessary new capital. 

“Diminished surplus earnings prevent the creation of 
adequate reserve funds unless dividends be curtailed or 
suspended. Curtailments of dividends would aggravate the 
situation, while suspension of dividends would make it 
increasingly difficult to obtain any capital even by the 
sale of bonds, and where obtainable by bond sales it would 
only be at much higher rates of interest. Total suspen- 
sion of dividends by all the railroads, though it would 
produce a great panic, would not produce the amount 
of new capital required.” 


Brief of Mr. Brandeis. 


Louis D. Brandeis, engaged by the Commission to rep- 
resent it in the present proceeding, also filed a brief 
which is taken by some observers as reflecting the pres- 
ent attitude of the Commission toward the application of 
‘the railroads. Mr. Brandeis concedes that there may be 
roads which need additional revenue, but he takes a posi- 
tion against a horizontal increase. 

In his brief Mr. Brandeis said: .« 

“Except as to the Central Freight Association scale, 
the railroads have failed absolutely to sustain their pro- 
posed increases, and, with that exception, there is no 
legal power in the Commission to grant or approve the 
tariffs. Though a general need of greater revenues be 
shown, it seems clear that it should be provided in 
other ways than through the tariffs filed. The alleged 
horizontal increase would intensify existing injustice and 
discriminations in rates. 

“It would give additional revenues where relief is 
not needed and would fail to give adequate revenues to 
carriers which are most in need of relief. It would bur- 
den some traffic already extremely remunerative to the 
carriers and exempt from contribution other which is un- 
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remunerative. The prosperous coal-carrying roads would 
have their revenues largely increased. Other roads less 
prosperous, having a large passenger traffic, would get 
a much smaller addition to their revenues.” 


Higher Rates Needed. 


“The impropriety of raising additional revenues by 
the proposed tariff finds striking illustration in the con- 
dition in Central Freight Association territory. There 
higher rates seem to be required, but relief cannot be 
had without a readjustment of the rate schedule. 

“Some of the proposed increases are as low as 3 per 
cent, while in a few cases they are as high as 50 per cent. 
The rates from Central Freight Association territory here- 
tofore have been on an established scale of differentials 
over Chicago. The proposed rates increase the rates to 
each city approximately 5 per cent, but obviously such a 
course has the effect of widening the spread between the 
two to the disadvantage of Milwaukee.”’ 

Mr. Brandeis outlines at length the different courses 
that can be pursued by the carriers to meet the present 
situation other than by a horizontal increase in freight 
rates, saying: 

“The investigations already made make it clear that 
by conservation, net revenues may be largely and speedily 
increased, and that the sources available would yield 
revenues far in excess of the $50,000,000 which it is pro- 
posed to raise by the tariffs filed.” 

On the subject of the switching charges of the Belt 
Railway of Chicago, Mr. Brandeis says: “The Belt Rail- 
way charges, say, $4.50, and the per diem reclaim of $2.25, 
applies to all cars and all lines, but the switching charge 
in some cases is an addition debit of, say, $6; in other 
cases it is simply the cost of the service against which is 
applied the profit on the switching done for other carriers. 

“Free switching, spotting, trap-car, tunnel and light- 
erage services,” Mr, Brandeis continued, “do not exhaust 
the list of special terminal services performed by the car- 
riers at Chicago. There is, for instance, an allowance of 
one month free storage of sugar, which costs the carriers 
$7 to $8 per car, and railroad lake lines apparently grant 
unlimited storage under which at the warehouses of a 
single company as much as 17,000 barrels were stored at 


” 


one time. 
Clifford Thorne’s Brief. 


- 


“We have been told that the 5 per cent advance in 
freight rates will permit our railroads to purchase more 
supplies and thereby will help business generally. If that 
be true, why wouldn’t a 5 per cent advance accomplish 
the same thing next year, and the same thing the next 
year? ‘ F 
“We should at least have it to help out every new ad- 
ministration, and possibly on the eve of every congres- 
sional election, Such politics mixed in with the regula- 
tions of a great industry is apt to be rather costly to the 
country.” 

In this language, Clifford Thorne, representing eight 
western railroad commissions, in his statement filed with 
the Commission, pays his respects to the arguments of the 
railroads predicting disaster if they do not get the per- 
mission to increase rates. Mr. Thorne also warns the Com- 
mission against being transformed from a deliberative 
body into a political one that acts through influence and 
not facts. 

Mr. Thorne summarized the situation in this way: 

“There is not a farmer in the land who could not use 
25 per cent more money than he is going to have next year 
for the building of silos, better barns and fences, houses, 
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and the buying of more machinery. The same argument 
could be used to support an increase in the charges un 
everything else. 

“In the last twenty years, under government regula- 
tion, our railways have been able to increase their capital 
assets as much as they did in the preceding sixty years, 
under competition; and in the last fourteen years, under 
government regulation, they have been able to increase 
their net revenues as much as they did in the preceding 
sixty-six years, under the competitive system. 


Income Increasing. 


“The net operating income, above all operating ex- 
penses of the railway companies involved in this case, as 
well as of the railroads as a whole, in the United States, 
has been increasing instead of declining. 

“The net operating income of these railroads in the 
eastern district, as a whole, during the last fiscal year for 
which we have an official report, was $336,000,000; this 
was greater than for any other year in their history, with 
only one exception, 1910, when the other advanced rate 
case was pending, 

“According to their own exhibits in this case, the net 
earnings of these railroads, as a whole, during the last five 
years, averaged greater than during the preceding five- 
year period, and the net earnings in 1913 were greater 
than the average for either one of the said five-year periods. 

“In this case, if you deny the right to a general 
advance, you know and we know, that the prosperity of 
these companies is bound to keep on increasing, just as 
it has in the past. Now and then, of course, hard times 
will come in this business as in all others. But two, three. 
five and ten years from now your judgment will be com- 
pletely vindicated, just as the well-balanced opinion by the 
learned justices of our supreme court in 1903 has been 
upheld by subsequent events, and just as the conclusions 
you reached in 1911 have been vindicated by this record.” 

He urged also that the future would devolop further 
economics, inventions and improvements which would have 
the effect of augmenting carriers’ revenues. 

Answering statements attributed to the carriers that 
their bonds are not attractive to capital, Mr. Thorne asserts 
that they average higher than any other class of market 
securities except government bonds and that the railroads’ 
credit is equal to or better than that of any other class 
of business. 


DOINGS OF THE TRAFFIC CLUBS 





Following are the new committee chairmen of the 
Traffic Club of Chicago: Annual dinner, John H. Grace; 
auditing, H. E. Dickinson; house, F, L. Bateman, historical, 
W. J. Young; indoor entertainment, W. I. Laird; inter-club 
relations, A. W. Glessner; membership, H. A. Washburn: 
music, W. J. M. Lahl; publicity, F. A. Butterworth; re 
ception, C. B, Sexton; sports and pastimes, H. E. NcNiven 
trustees and finance, W. H. Johnson. 


Many leading officials attended the banquet of th: 
Transportation Club of Peoria at the Jefferson Hote! 
Thursday evening, and listened to the address of 
Edward N. Hurley, vice-president of the Illinois Manufa: 
turers’ Association, He spoke on trade conditions an‘ 
American relations with the South American republics 
lauding their efforts to settle the present difficulty betwee: 
this country and Mexico. John B. Cockrum, general coun 
sel for the Lake Erie Railway, spoke on the subject 
“Railroads and the Public.” About 200 men sat down a 
the banquet, at which President Dan Mowat presided. 
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SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

By Third Supplemental Order in I. and S. No. 408, 
entered April 24, the Commission suspended from April 
27 until July 30 supplement No. 13 to Missouri, Kansas 
& Texas I. C. C. No. A-3362. 

The supplement contains increased rates on cement, 
Cc. L., from Humboldt, Chanute and other points in Kan- 
sas to Minneapolis and other points. The present rate 
on cement from these points to Minneapolis is 15 cents 
per 100 pounds. The proposed rate is 17 cents, and rates 
to a number of other destinations are also increased 2 
cents per 100 pounds. 

The Commission has suspended the cancellation tar- 
iffs by means of which trunk lines seek to break through 
route and joint rate arrangements with the Chicago & 
Western Illinois, a road that runs along the drainage 
canal and is projected to Joliet. It was started and is 
said to be largely maintained by shippers of stone, sand 
and gravel, although it serves other industries. Its 
projected mileage will bring its total up to 54 miles. The 
tariffs are suspended from various effective dates in the 
latter part of the month to July 30. 

April 23, in I. and S. No. 441, the Commission sus- 
pended from April 27 until August 25 schedules in sup- 
plement No. 31 to Illinois Central I. C. C. No. 3999. 

The schedules increase rates on lumber other than 
pine and gum, C: L., from Grenada, Miss., and other 
southern points to New Albany, Ind. The present rate 
is 16 cents and the proposed, 17 cents per 100 pounds. 
Rates from other points are increased from 1 to 3 cents. 

By Fourth Supplemental Order, in I. and S. No. 414, 
April 23, the Commission suspended until July 30 sched- 
ules contained in the following tariffs: 

Countiss’ Sup. 1 to I. C. C. No. 990, effective April 27. 

The Denver & Rio Grande—Sup. 18 to I. C. C. No. 
1591, effective April 27. 

Kanawha & West Virginia—Sup. 1 to I. C. C. No. 32, 
effective April 29. 

The Ohio Electric Railway Co.—Sup. 3 to I. C. C. No. 
288, effective April 29; Sup. 1 to I. C. C. No. 308, effective 
April 29. 

The Toledo & Ohio Central—Sup. 5 to I. C. C. No. 
2020, effective April 27. 

Toledo, St. Louis & Western—Sup. 8 to I. C. C. No. 
A-520, effective April 29. 

The suspended schedules provide for cancellation of 
through joint rates to and from points on the Chicago & 
lllinois Western Railroad, and certain other small lines, 
resulting in increases similar to those provided for in 
tariffs suspended until same date by the Commission’s 
order of March 26 in the same docket. 








April 21, in I. and S. No. 440, the Commission sus- 
pended until August 23 schedules contained in the follow- 
lowing tariffs: 

Emerson—Sup. 43 to I. C. C. No. 8, effective April 25; 
Sup. 44 to I. C. C. No. 8, effective May 20; Sup. 45 to I. 
C. C. No. 8, effective May 25. 

Washburn—Sup. 12 to I. C. C. No. 114, effective May 20. 

The schedules contain proposed reduced rates on black 
strap molasses in carloads, imported from foreign countries 
through the ports of Mobile, Ala.; Gulfport, Miss., and 
New Orleans, La., destined to Council Bluffs, Ia.; Clinton, 
la. and other points. 
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The present rate from New Orleans to Clinton, Ia., is 
27% cents per 100 pounds, the proposed rate is 25 cents. 
It is alleged that the proposed reduction in import rates 
will seriously discriminate against domestic shipments from 
New Orleans and nearby points into the same territory. 





April 20, in I. and §. No. 360, the Commission further 
suspended from May 1 until November 1 new rules con- 
tained in the following tariffs: 

W. H. Hosmer, agent—Sup. 46 to W. T. L.-I. C. C. No. 
326, Sup. 4 to I. C. C. No. A-119, Sup. 15 to I. C. C. No. 
A-274, Sup. 14 to I. C. C. No. A-338, Sup, 7 to I. C. C. No. 
A-363, Sup. 5 to I. C. C. No. A-391, Sup. 8 to I. C. C. No. 
A-397, Sup. 6 to I. C. C. No. A-421, I. C. C. No. A-489. 

The suspended rules contain provisions affecting the 
carload movement of potatoes from producing points in 
the states of Minnesota and Wisconsin during the winter 
season, the operation of which was previously suspended 
from January 1 until May 1, by an order entered in the 
same docket. 

By second supplemental order in I. and S. No. 431, 
entered the 11th instant, the Commission susperded from 
April 28 and May 5, respectively, until August 13, the 
operation of certain schedules contained in the following 
tariffs: 

Chicago, Indianapolis & Louisville Railway Co.—Sup. 
6 to I. C. C. No. 2031. 

The Hocking Valley Railway Co.—Sup. 1 to I. C. C. No. 
1383. 

The suspended schedules increase class and commodity 
rates from interstate points to Quincy, IIl., Hannibal, Mo., 
and other points taking the same rates. These increases 


‘ are similar to those contained in tariffs suspended by 


the original order in same docket. 





April 20, in I. and S. No. 362, the Commission further 
suspended from May 1 until November 1, 1914, schedules 
in these tariffs: 


W. H. Hosmer, Agent—Sup. 6 to I. C. C. No, A-421. 
Chicago, Peoria & St. Louis Railroad Co.—Sup. 3 to I. 
Cc. C. No. 924. 


Chicago, Rock Island & Pacific Railway—Sup. 6 to I. C. 
C. No. C-9526. 


The suspended schedules contain proposed increased 
rates on malt, in carloads, from St. Paul, Minn., and other 
points, to New Orleans, La., and certain other points, the 
operation of which was previously suspended from Janu- 
ary 1, February 9 and February 1, respectively, until May 1. 


April 20, in I. and S. No. 359, the Commission further 
suspended from May 1 until November 1, 1914, schedules 
contained in these tariffs: 


F. A. Leland, Agent—Sup. 9 to I. C. C. No. 985; Sup. 11 
to I. C, C. No. 985; Sup. 18 to I. C. C. No. 985; Sup. 19 to 
I. C. C. No. 985. 

The suspended schedules contain increased rates on 
malt from various interstate points to Ft. Worth, Tex., 
and other points in Texas, the operation of which was 
previously suspended from January 1 until May 1. 

April 20, in I. and S. No. 361, the Commission further 
suspended from May 1 until November 1, 1914, schedules 
contained in the following named tariffs: 

Baltimore & Ohio Railroad Co.—Sup. 24 to B. & O. 
R. R. I. C. C. No, 10847; Sup. 12 to I. C. C. No. 11373; Sup. 
10 to I. C. C. No. 11378. 

Bessemer & Lake Erie Railroad Co.—Sup. 14 to I. C. 
C. No. 283. 

Boston & Albany Railroad—Sup. 8 to I. C. C. No. 5617. 
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Buffalo, Rochester & Pittsburgh Railway Co.—Sup. 15 
to I. C. C. No, 4247. 

Central Railroad Company of New Jersey—Sup. 13 to 
I. C. C. No. 4948. 

Cleveland, Cincinnati, Chicago & St. Louis Railway Co. 
—Sup. 17 to I. C. C. No, 6054. 

Delaware & Hudson Company—Sup. 11 to I. C. C. No. 
11291. 

Delaware, Lackawanna & Western Railroad Co.—Sup. 
15 to I. C. C. No, 9240. 

Icrie & Western Transportation Company—Sup. 3 to 
I. C. C. No. 296. 

Erie Railroad Company—Sup. 9 to I. C. C. No. 10326. 

Lehigh Valley Railroad Company—Sup. 11 to IL. C. C. 
No. B-8650; Sup. 16 to I. C. C. No. B-9106. 

Mutual Transit Company—Sup. 4 to I. C. C. No. 115. 

New York Central & Hudson River Railroad Co.—Sup. 
25 to I. C. C. No. B-16426; Sup. 7 to N. Y. C. & H. R. R. R. 
I. C. C. No. B-18754. 

West Shore Railroad—Sup. 7 to West Shore R. R., I. C. 
C. No. B-7505; Sup. 23 to I. C. C. No. B-6774. 

Pennsylvania Company—Sup. 4 to Penna, Co., I. C. C. 
F-468. 

Pennsylvania Railroad Company—Sup. 4 to J. J., I. C. 
C. No. 399; Sup. 20 to G. O., I. C. C. No. 3870. 

Philadelphia & Reading Railway Company—Sup. 14 to 
P. & R. Ry. Order J., I. C. C. No. 3810. 

Pittsburgh, Cincinnati, Chicago & St. Louis Ry. Co.— 
Sup. 5 to P. Cc. C. & St. L. Ry., I. C. C. No. P-466. 

Rutland Railroad Company—Sup. 20 to I. C. C. No. 
2444: Sup. 5 to I. C. C. No. 3100. 

Western Transit Company—Sup. 6 to I. C. C, No. 283. 

F. S. Davis, Agent—Sup. 13 to I. C. C. No. 8; Sup. 6 
to I. C. C, No. 10. 

Eugene Morris, Agent—Sup. 7 to I. C. C. No. 401. 

W. H. Hosmer, Agent—Sup. 7 to I. C. C. No. A-409. 

C. J. Pierce, Agent—Sup. 12 to C. J. Pierce, Agent’s, I. 
Cc. C. No, 22. 

The suspended schedules contain proposed increased 
class rates from New York and other eastern points of 
origin to St, Paul, Minn., and other destinations via rail- 
lake-and-rail routes, and the operation of which was previ- 
ovsly suspended from January 1 until May 1, 1914. 


A fifth supplemental order has been issued in I. and 
S. No. 414. That case is the one made up by the Com- 
mission with regard to twenty short lines which the 
trunk lines believe come under the condemnation pro- 
nounced by the Commission in the Industrial Railways 
case. The trunk lines, acting on that assumption, filed 
tariffs canceling the through route and joint rate agree- 
ments between themselves and these twenty roads, which 
are contained in that list, beginning with the Chestnut 
Ridge Railway and ending with the Toledo, Angola & 
Western, 

April 27, in I. and S. N. 445, the Commission sus- 
pended from May 1 until August 29 supplement No. 3 
to Louisville & Nashville I. C. C. No. A12631. The sus- 
pended supplement contains increased rates on cotton, 
uncompressed, any quantity, from points in Alabama and 
Florida on the Alabama & Florida division of the Louis- 
ville & Nashville, when destined to Pensacola, Fla. The 
increases in most cases are 5 cents per 100 pounds. The 





present rate from Sanford, Ala., to Pensacola is 25 cents 
per 100 pounds and the proposed rate is 30 cents per 
100 pounds. 

April 20, in I. and S. No. 364, the Commission further 
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suspended from May 1 until November 1 schedules in 
these tariffs: 

Pennsylvania Railroad Co.; Northern Central Railway 
Co.; Philadelphia, Baltimore & Washington Railroad Co.; 
West Jersey & Seashore Railroad Co.—Sup. 15 to C. C- 
I. C. C. No. 381, Sup. 16 to C. C.-I. C. C. No. 381, Sup. 
2 to G. O-I. C. C. No. 4434. 

The suspended schedules contain proposed increased 
switching charges on traffic moved between certain points 
at Baltimore, Md., the operation of which was previously 
suspended from January 1 and February 13 until May 1. 





April 29, in I. & S. No. 451, the Commission suspended 
from May 1 until August 29, Note 6, page 3, of Sup. 25 to 
Philadelphia & Reading I. C. C. J. No. 3608. The sus- 
pended note provides for an increase in rates on high 
explosives in carloads and less than carloads from Balti- 
more, Philadelphia, New York and other eastern points 
taking same rates to points located on the Grand Trunk 
Railway. The present carload rate from Philadelphia to 
Lansing, Mich., is 65 cents, and the proposed rate is 77 
cents. The present less-than-carload rate is $1.30 and the 
proposed rate is $1.54 per 100 pounds. Rates to other 
Grand Trunk Railway points are affected in a like manner. 

April 29, in I. & S. No. 447, the Commission sus- 
pended from May 1 until August 29, the operation of cer- 
tain schedules contained in the following tariffs: 


F. A. Leland, Agent—Sup. 29 to I. C. C. No. 969; 
Sup 31 to IL. C. C. No. 969. 
Eugene Morris, Agent—Sup. 29 to I. C. C. No. 386: 


Sup. 31 to I. C. C. No. 386. 

The suspended schedules contain proposed increased 
rates applicable to the transportation of hides in carloads 
from Oklahoma City and other points located in the state 
of Oklahoma to St. Louis, Mo., points taking St. Louis rates 
and points basing thereon. 

The present rate on hides from Oklahoma City to St. 
Louis, Mo., proper, is 28%4 cents, and the proposed rate is 
32 cents per 100 pounds, an increase of 3% cents per 100 
pounds. 

By Sixth and Seventh Supplement Orders in I. and 
S. No. 414, April 28, the Commission suspends until July 
30 schedules contained in the following tariffs, which 
were indicated to become effective as follows: 

The New York, New Haven & Hartford Railroad Com- 
pany—Sup. 43 to I. C. C. No, 3100, effective May 1, 1914; 
Sup. 44 to N. Y. N. H. & H.R. R., I. C. C. No 9900, effective 
May 3, 1914. 

F. S. Davis, Agent—Sup. 1 to F. S. Davis, Agent’s I. C. 
C. No. 35, effective May 1, 1914. 

The New York, New Haven & Hartford Railroad Com- 
pany—I. C. C. No. F1352, effective May 1, 1914; I. C. C 
No. F1353, effective May 1, 1914. 

The suspended schedules cancel joint freight rates 
applicable to and from points located on the Moshassuc! 
Valley Railroad, which would result in an increase in rate: 
on such traffic. 

April 25, in I. and S. No, 446, the Commission sus 
pended from May 1 until August 29, certain schedules con 
tained in the following tariffs: 

F. A. Leland, Agent.—Sup. 29 to I. C. C. No. 969, Sup 
31 to I. C. C. No. 969, Sup. 18 to I. C. C. No. 1017, Sup. 1 
to I. C. C. No. 1017. 

Eugene Morris, Agent—Sup. 29 to I. C. C. No. 38! 
Sup. 31 to I. C. C. No. 386, Sup. 18 to I. C. C. No. 417, Sul 
19 to I. C. C. No, 417. 

The suspended schedules contain proposed increase 
rates applicable to-the transportation of iron and ste‘ 
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articles, from Pittsburgh and other points of origin, to 
Fort Smith, Ark., and Muskogee, and other Eastern Okla- 
homa points, and represent a readjustment in such rates 
made by carriers in compliance with the Commission’s 
decision in Oklahoma Traffic Association vs. Atchison, To- 
peka & Santa Fe Railway et al., Docket No. 4701, decided 
January 5, 1914. 

The present rate on iron fence posts, nails, wire and 
certain other iron and steel articles in carloads, from 
Pittsburgh to Fort Smith, is 45 cents per 100 pounds, and 
the proposed rate is 48 cents per 100 pounds. The present 
rate on those commodities to Muskogee, Okla., is 52 cents 
per 100 pounds, and the proposed rate is 58 cents per 100 
pounds. The present rate to Tulsa, Okla., is 55 cents per 
100 pounds, and the proposed rate is 61 cents per 100 
pounds. Proposed adjustment shows some reductions in 
rates to Oklahoma City, and a number of like increases 
to other destinations. 

By an order entered April 20, in I. and S. No. 356, the 
Commission further suspended from May 1 until Novem- 
ber 1 the operation of Rule No. 34 of Official Classification 
No. 41, which is filed with the Commission by various 
carriers and agents under I. C. C. numbers as follows: 

Official Classification No. 41.—The ‘Harlem & Mor- 
risania Transportation Line—I. C. C. No. 12. 

Detroit United Railway; Detroit, Monroe & Toledo 
Short Line Railway; Detroit, Jackson & Chicago Railway; 
Rapid Railway System—I. C. C. No. B-52. 

Michigan United Traction Co—I. C. C. No. 14. 

The Toledo & Western Railroad Co.—I. C. C. No. 488. 

The Toledo, Ottawa Beach & Northern Railway Co.— 
I. C. C. No. A-19. 

West Chester, Kennett & Wilmington Electric Railway 
Co.—I. C. C. No. 29. 

Western New York & Pennsylvania Traction Co.— 
I. GC...Ne.- 137. 

R. N. Collyer, agent—I. C. C. O. C. No. 21. 

A. L. Neereamer, agent—I. C. C. No. 10. 

G. W. Quackei_bush, agent—I. C. C. No, 183. 

The operation of said rule No. 34 was previously sus- 
pended from January 1 and certain later dates to May 
1, by an order entered in the same docket. 

April 28, in I. and S. No. 448, the Commission sus- 
pended until August 29 the following tariffs which were 
to become effective as stated below: 

The Chicago & Alton Railroad Co.—I. C. C. No. A-670, 
effective May 11, 1914. 

Chicago & Northwestern Railway Co.—Sup. 27 to 
I. C. C. No. 7279, effective May 6, 1914. 

Chicago, Burlington & Quincy Railroad Co.—Sup. 21 
to <, B. & Q. I. C. C. No. 9976, effective May 11, 1914; 
Sup. 15 to C., B. & Q. I. C. C. No. 10589, effective May 
10, 1914. 

Chicago Great Western Railroad Co.—Sup. 5 to C. G. 
W. I. C. C. No. 4908, effective May 5, 1914. 

Chicagy, Milwaukee & St. Paul Railway—Sup. 52 to 
C., M. & St. P. L C. C. No. B-1962, effective May 5, 1914. 

Chicago, Rock Island & Pacific Railway (Effective 
May 10, 1914)—sup. 28 ’. I. C. C. No. C-9130, Sup. 9 to L. 
C. C. No. C-9447; I. C. C. No. C-9660. 

Illinois Central Railroad Co.—Sup 4 to I. C. C. No. 
E-1277, effective May 1, 1914. 

The Minneapolis & St. Louis Railroad Co. (effective 
May 1, 1914)—Sup. 23 to I. C. C. No. A-356, Sup. 13 to 
I. C. C. No. A-411. 

Minneapolis, St. Paul & Sault Ste. Marie Railway— 
Sup. 11 to M., St. P. & Ste. M. I. C. C. No. 3116, effective 
May 1, 1914. 
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The Wabash Railroad, Edward B. Pryor, receiver— 
I, C. C. No. 3609, effective May 3; 1914. 

The suspended schedules contain increased rates appli- 
cable to the transportation of coke, in carloads, from Chi- 
cago, Ill, Peoria, Ill., and other points to points in 
Minnesota, Wisconsin, Iowa and South Dakota. The in- 
creases are from 5 to 25 cents per net ton. The present 
rate from Chicago to Duluth is $2 per net ton, and the 
proposed rate is $2.25 per net ton. The present rate from 
Chicago to the Twin Cities is $1.60 per ton, and the pro- 
posed rate is $1.85 per ton. 


April 28, in I. & S. No. 449, the Commission suspended, 
from May 1 until August 29, Sup. 22 to Hinton’s I. C. C. 
A-83. The suspended supplement contains increased rates 
on clay, in carloads, from points in Georgia to New York; 
N. Y., Boston, Mass., and certain interior points via rail 
and water. The present rate on clay, in carloads, from 
Andersonville, Ga., to New York is $2.91 per gross ton. 
The proposed rate is $3.19 per gross ton. An increase of 
28 cents per ton is also made in rates to various other 
points from this and other producing points. 


By first supplemental order in I. and S. No. 430, April 
28, the Commission suspended from May 1 until August 
13, Baltimore & Ohio I. C. C. No. 12659. This tariff con- 
tains proposed increased switching charges between points 
on that line in Baltimore. Similar increases contained in 
tariffs of the Pennsylvania railroad were suspended to 
the same date by an order previously entered in the same 
docket. 

By third supplemental order in I. and S. No. 431, April 
11, the Commission suspended from May 1 until August 
13 schedules contained in the following tariffs: 

The Erie & Western Transportation Company—Sup. 6 
to I. C. C. No. 296, Sup. 8 to I. C. C. No. 296, Sup. 3 to 
I. C..C, No. 297. 


The Western Transit Company—Sup. 11 to I. C. C. No. 
283, effective May 10, 1914. 

The suspended schedules increase class and commodity 
rates from interstate points to Quincy, Ill., Hannibal, Mo., 
and other points taking same rates. These increases are 
similar to those shown in other tariffs the operation of 
which was suspended by the original order in the same 
docket, 

April 24, in I. and S. No. 442, the Commission suspended 
from May 1 until August 29, Sup. 21 to Chicago, Milwaukee 
& St. Paul I. C. C. B-1695. It proposed increased rates on 
lumber from points in Canada and Minnesota to points in 
North and South Dakota. The increases range from 1 to 
4% cents per 100 pounds. The present rate from Elk River, 
Minn., to Jaffray, S. D., is 28% cents. The proposed rate is 
33 cents per 100 pounds. 


April 24, in I. and S. No. 443, the Commission sus- 
pended from May 1 until August 29 schedules contained 
in these tariffs: W. H. Hosmer agent, Sup. 21 to I. C. C. 
No. A-396; Sup. 24 to I. C. C. No. A-396. 

The suspended schedules provide increased rating on 
live poultry handled in poultry cars or in stock cars, in 
carloads, between points in Western Classification terri- 
tory. Under present tariff provisions, fourth class rating 
is applicable, while under the present rating, third class 
rate would be applicable. The following is illustrative 
of the effect of the proposed rates: 


Present Proposed 
From 4th Class 3d Class Increase 
Giasenes Te... nsw res 32 45 13 
Sioux Falls, S. D. ....33% 47 13% 
Albert Lea, Minn....... 25 40 15 
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866 THE TRAFFIC WORLD 


HARD COAL INQUIRY 


Commission Goes Into Rates Practices and In- 
vestment of Anthracite Carriers 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

According to J. Frank Aldrich, former member of 
Congress and an expert in the valuation of real estate, 
the lands owned by the Lehigh Valley road have a re- 
production value of $71,574,718. 

“I regard that as a very conservative estimate,” said 
he, answering a question put to him by Attorney Bolles, 
of the Lehigh, in the Commission’s inquiry into the prac- 
tices of the hard coal roads. 

“Would you take a contract to buy land for such a 
railroad at that figure?” 

“J would not,” answered Mr. Aldrich. “I do not be 
lieve it could be done. It is an exceptionally conservative 
estimate in which every parcel of land was valued, first 
by my assistants, after consultation with real estate men 
in the locality, by examination of the assessed values of 
adjoining real estate and comparison with prices actually 
paid, and then proper reductions because prices seemed 
too high, even on the basis of the local transactions.” 

Later in the examination Mr. Bolles brought out the 
fact that there was a disagreement between Mr. Wilgus, 
the man in charge of the valuation, and Mr. Aldrich as to 
the value of the real estate embraced in the Jersey City 
terminals. Mr. Aldrich testified that, owing to objections 
by Mr. Wilgus, he had reduced his estimate one-half. 

“But I don’t believe land in that vicinity can be 
bought for double the amount of the valuation I finally 
put on the property by reason of Mr. Wilgus’ objections.” 

Mr. Aldrich, in stating his qualifications, remarked 
that he had been commissioner of public works in Chi- 
cago and member of Congress. 

“Oh. well, we won’t hold that against you,” remarked 
Mr. Bolles. In addition to his experience as a member 
of Congress, during which time he served on the District 
of Columbia Committee which has much to do with land 
values and prices in Washington, he has been the receiver 
of banks and trust companies which held land as se 
curity, right-of-way agent for the New York Central, val- 
ued the land of the New Haven for the state of Massa- 
chusetts, for the Bethlehem Steel Company, for more than 
100 dock companies in New York City and a number of 
what he called minor railroads. 


Method of Valuation. 


In making the valuation of the lands of the Lehigh 
Valley he had two regularly employed assistants, one a 
real estate lawyer in Buffalo, whose transactions had been 
largely in farm lands in western New York, and an en- 
gineer-contractor in the coal regions of Pennsylvania. 
They examined every parcel of land in the way before in- 
dicated and then the work was checked up by Aldrich and 
revised by factors worked out by himself. 

“In every instance I gave the benefit of the doubt to 
the lower valuation,” said the witness. “The policy fol- 
lowed was most conservative.” 

Prior to Mr. Aldrich taking the stand Stevenson Tay- 
lor testified that the floating equipment of the Lehigh 
is worth $5,649,000. G. R. Henderson, whose experience 
was gained while a part of the Baldwin locomotive con- 
cern’s staff, estimated the engines and rolling stock of 
the company to be worth, in round numbers, $68,000,000; 
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that is, it would cost that much to get as much and as 
good equipment as the Lehigh has for a new road. 

W. H. Harrison estimated the tools and machinery 
in the shops to have a reproduction value of $1,653,000. 

Major Ames, of the coast artillery corps of the United 
States army, who examined the signal and interlocking 
equipment of the company, estimated it to be worth $2,- 
163,000, on the basis heretofore indicated. 


Each of the witnesses submitted exhibits from which 
they or anybody else can make the deductions to ascer- 
tain the value of the property devoted to the hard coal 
traffic, which is what the Commission is aiming to get at. 
The Lehigh, knowing that it will soon have to meet the 
issue of a tentative value of its property fixed by the 
Commission, has prepared figures for as late as 1912, and 
it is from this store of material that facts are being drawn 
by the witnesses for the railroad. 

D. and H. Testimony. 

The Delaware Hudson, April 25, began the presenta- 
tion of its testimony showing the value of property devoted 
by it to the transportation of anthracite coal. W. H. Wil- 
liams, third vice-president, who has charge of the statistical 
work, went on the stand primarily to show that the 
policy of New York and Pennsylvania, as shown by the 
acts of their legislatures and executive officials, was to 
encourage the development of that road primarily to get 
anthracite coal to the market and that the primary pur- 
pose of those two states is the chief reason for the ex- 
istence of the company. While it has done much to 
develop other kinds of business, it is still a coal road 
to such an extent that, broadly speaking, all it has in- 
vested in its property is devoted to the coal traffic. Its 
other business is negligible and to require it to reduce 
rates on anthracite, he said, is to require it to do all 
its business for less than it is now receiving as com- 
pensation for the work for which the two states men- 
tioned encouraged its construction. That encouragement 
went so far that at one time the credit of New York 
state Was loaned to it so as to enable it to proceed with 
the development of its property, private capital being 
insufficient. Its other business is purely incidental and 
comparatively negligible. 


PROCEEDINGS OF INQUIRY 


The Interstate Commerce Commission has instituted 
two proceedings of inquiry and investigation, No. 6833 
and No. 6834, the former relating to the Pere Marquette 
Railroad Company and the latter to the Chicago, Rock 
Island & Pacific Railway Company. Louis C. Cramton of 
Michigan introduced in the House of Representatives a 
resolution providing for an investigation such as has been 
ordered by the Commission into the affairs of the Pere 
Marquette Railroad Company, and William R. Green of 
Iowa, introduced a similar resolution providing for an in- 
vestigation of the affairs of the Chicago, Rock Island & 
Pacific Railway Company and affiliated companies. 

These resolutions were referred to the Commission by 
the House Committee with a view to determining whether 
the Commission could conduct these investigations through 
its Division of Physical Valuation, thereby saving a duplica- 
tion of labor. As a result of the conferences with the 


Commission, the House Committee, instead of recommend- © 


ing the passage of said resolutions by the House of Rep 
resentatives, requested the Commission to proceed with 
them as a part of the work of physical valuation, and the 
investigations were accordingly instituted by the Com- 
mission. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


“Wenn viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 


PERISHABLE FREIGHT REFRIGERATION 





Editor THE TRAFFIC WORLD: 

An article by R. V. Gillispie in reference to the re- 
frigeration of fruit cars appeared a few weeks ago in 
Tue TRAFFIC WorzLD. Mr. Gillispie applied a few theo- 
retical conclusions and assumed that the large damage 
to perishable fruit is the fault of the shipper and not 
of the railroads; shippers are of the unanimous opinion 
that such is not the case. 

The fundamental principle of refrigeration is to ex- 
tract heat, reduce the temperature and hold it without 
variation at a low minimum, and, if this be possible, me- 
chanical contrivances are not necessary. Railroads have 
experimented with refrigeration for many years. They 
have gradually come to the conclusion that the great 
principle involved in refrigeration is to have a tight, well- 
insulated car, with bunkers of sufficient capacity to carry 
plenty of ice. The old-style car was built with but one 
or two layers of insulation and with ice bunkers of 
four or five thousand pounds capacity. Experience proved 
that such cars could not be kept very cool. Gradually 
the size of the bunkers was increased until now the 
capacity is from ten to twelve thousand pounds, and this 
is the bunker used at the present time in the standard 
refrigerator car. However, even with the increase in 
the size of the bunkers, the carriers found that they 
were not able to properly refrigerate perishable fruit 
and that ice alone was not the principle of refrigeration. 
They next turned to the insulation of the car and, after 
experimenting with different kinds of insulation, discov- 
ered that, as the number of layers were increased, the 
more easy was it to keep within the cold air, which 
was generated by the meltage of ice, and to keep out 
of the car the outside heat. In past years, where one 
or two layers of insulation were used we now find cars 
built with three or four layers, the best insulation being 
sheet cork, hair felt and flax felt. A refrigerator on 
wheels, subjected to the hard usage to which they are 
put in the cartage of freight, unless well constructed 
and substantially built will spring leaks. These leaks 
permit the cold air to escape and heat to enter. Actual 
tests of refrigeration cars have shown that from some 
of these leaky cars 500 cubic feet per hour of cold air 
will escape. 

Top the Difficult Part. 


The most difficult part of a load in a refrigeration 
car to cool and transport in good condition is the top, 
the reason being that the sun’s rays strike the roof of 
the car with more intense heat than they strike the 
sides, ends or bottom. 

Experiments have been made in the construction of 
insulation, and up-to-date insulation used on modern cars 
is known as quilted insulation. This is hair felt or flax 
felt made in layers and bound between layers of thick 
paper, varying in thickness from one-half inch to any 
thickness required. The old style of insulation, while 


made in sheets not only not bound, but also not quilted, 
was secured by nailing it with strips of lath on the top 
of the car. After months and years in service, this in- 
sulation would pull away from the strips and fall down 
between the walls of the car, thus insulating the lower 
part, but providing little or no insulation to the top of 
the car, which condition could not be detected unless 
the sidings were stripped. In the construction of the 
modern car this difficulty is avoided and far better re- 
sults are produced where the carriers do not consider 
so much the initial cost as the proper construction. The 
car fitted with four layers of proper insulation will give 


better results, protect the load and give greater satis-. 


faction during the life of the car, by not only reducing 
the quantity of ice required to produce refrigeration, but 
by lessening the number of loss and damage claims which 
result from poor refrigeration. : 

Commodities like grapes, pears, peaches, strawber- 
ries and cantaloupes require intense refrigeration when 
transported over long distances and, as a general rule, 
the producing districts are far from the consumptive 
markets. The railroad and shipper follow their profes- 
sions for profit; without the shipper, the railroad could 
not exist; without the railroads, the shipper could not 
carry on his business; neither is independent of the 
other, and there should be a spirit of hearty co-operation 
on the part of both to be of mutual assistance to each 
other. When the shipper entrusts to the care of the rail- 
road the results of months and years of his labor, he 
requires and expects from the railroad the protection 
and the service for which he pays. 


Service by Western Roads. 


Particular mention should be made of the service 
that is afforded the shipper by western roads, such as 
the Santa Fe, Rock Island and Union Pacific. They 
transport citrus and deciduous fruit from California and 
the far northwestern producing territory to the eastern 
markets, delivering such commodities, as mentioned above, 
in perfect condition. Compare this handling with the 
result shown by some of the southern roads who trans- 
port the same class of fruit one-half or one-third of the 
distance. In comparison, the result as to the percentage 
and condition of the fruit handled will be startling. The 
fruit brought from the South is not delivered in as good 
condition as the fruit carried by the western roads under 
like conditions. What is the cause of such a fact? 
The explanation appears to be that refrigeration is not 
properly applied; that dilapidated cars are used which 
will not refrigerate the load, and that a sufficient quan- 
tity of ice is not furnished the cars containing perishable 
fruit. Experience has shown that if peaches are prop- 
erly refrigerated, they will hold in storage from thirty 
days to two months; Bartlett pears will hold from forty 
days to three months; Malaga grapes sixty days to three 
months; prunes from sixty days to three months, and 
strawberries two weeks to twenty days. Nevertheless, 
peaches from Arkansas, Oklahoma and Texas show evi- 
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dence of being overripe and decayed after being in trans- 
portation less than one week. It cannot be presumed 
that experienced shippers and growers of fruit will ship 
any great amount of inferior fruit—it does not pay the 
grower to do so, and the consumer would be foolish 
indeed to buy inferior grades when the market is sup 
plied with better, so that we can look upon the argument 
that the proper grade of fruit is not shipped as a fallacy. 
Apparently some of the southern carriers have not ap 
preciated the necessity of furnishing the shipper with 
properly constructed cars and of keeping the bunkers 
of same filled with ice. The cold air generated by the 
meltage of ice is heavier than.warm air—the cold air 
will descend while the warm air arises. You cannot 
have the same temperature above as you have below the 
level of the ice without radiation, and there are a very 
few cars equipped with radiators. 


A Good Rule. 


A good rule which has been laid down by the Rail- 
road Refrigeration Service Association in their instruc- 
tions to railroad employes is: “Cars loaded with perish- 
able fruit iced by carriers must not go forward from 
point of origin or initial ice station unless bunkers are 
full of ice; if necessary hold car for re-icing rather than 
damage fruit through insufficient refrigeration. If empty 
ears have been moved for a considerable distance to 
loading point iced, or if delay in loading has reduced 
the ice in bunkers to two-thirds full, such cars must be 
re-iced before starting on journey to next loading sta- 
tion, re-icing station or destination. When cars not iced 
are received at reicing station and no instructions as 
to re-icing are shown on waybill, then they must be 
iced to full capacity. If bunkers are less than two-thirds 
full, secure ice from any available source and fill bunk- 
ers to capacity. Examine the bunkers daily and do not 
allow to go below two-thirds capacity of bunkers. Each 
time car is iced fill bunkers to fullest capacity.” 

When these instructions are carried out and the 
ear is one of proper construction, your load will be car- 
ried safely. Such a rule is the result of years of expe- 
rience in practical railroad operation; nevertheless, some 
claim agents will argue with you, and manufacturers of 
mechanical devices will try to support their position by 
assuming that less ice is necessary. Such a position is 
not supported by actual facts. The ice in the bunkers 
should never go below the level of the top of the load 
nor should it be permitted to go even this low, for when 
a shipper pays a stated refrigeration charge, he is sup- 
posed to buy the best service it is possible to give and 
such service is not to have the ice bunkers one-half full, 
one-third full or less. He pays to keep the ice bunkers 
full over the entire route traveled. The-carriers should 
provide, and in most cases do, icing stations so that 
the car will not be transported more than twenty-four 
hours without reicing. 


Advice to Claim Agents. 


If the claim agents wish to avoid loss and damage 
claims on account of improper refrigeration, they would 
do well first to eliminate the cause of such claims by 
providing adequate cars and keeping the bunkers full of 
ice, and until they do this, they have no cause to say 
and they should not presume that the shipper does not 
load freight of good quality. Fruit loaded from the field 
requires from twenty-four to thirty hours in which to 
draw the field heat from it, depending entirely upon the 
size of the fruit, as the cold will penetrate while the 


Vol. XIII, No. 18 


fruit the longer it will take for the field heat in the 
heat comes to the surface. The larger the size of the 
center of the fruit to come to the surface and when once 
cold should not be subjected to the variation of tem- 
perature. It is not sufficient to remove the field heat; 
the heat must be then kept from again entering the 
fruit, and unless there is enough ice in the car and a 
sufficient quantity of cold air produced, heat will pene- 
trate the car and thence the fruit. 

The most practical demonstration of the application 
of refrigeration and the quantity of ice necessary is to 
examine cars of peaches or other fruit at destination 
after traveling considerable distances. It will be found 


‘that where the ice has run below the top of the load, the 


fruit will be overripe, and in many cases decayed, where- 
as the lower part of the load to the height or level of 
the ice in the bunkers will be in good condition. Place 
thermometers in these cars and note the daily variations 
of temperature. Tests have shown that the variation 
will be as much as ten to fifteen degrees in twenty-four 
hours. Humidity is another cause of deterioration, and 
provisions should be made to keep the air circulating and 
eliminate humidity to the greatest extent possible. The 
principle of cold storage is to keep the storage room dry 
and the cold air circulating. If the temperature is per- 
mitted to vary, good results cannot be obtained, as an 
even cold temperature is very necessary. It is impossi- 
ble to transport fruit unless proper refrigeration is ap- 
plied and this does not mean two to four thousand pounds 
of ice in the bunkers of a refrigerator car at all times 
during the transportation. The use of meat cars or cars 
of small bunker capacity should be prohibited by the 
earriers in transporting fruit. The insulation should be 
thick, of good quality and applied in sufficient quantities 
as to be impervious and a non-conductor of heat or cold. 


Shippers Entitled to Service. 

Shippers are entitled to this service and will not 
complain of the rate charged, if reasonable, provided the 
service given is commensurate with the rate charged. The 
shipper knows the quality and grade of his fruit and is 
in a better position to know its carrying quality than the 
railroad. The men employed by the railroad are not 
experienced fruit men and rely upon theoretical deduc- 
tions rather than actual experience, drawing their con- 
clusions from extraneous facts which do not enter into 
the quality or condition of the fruit. Western roads 
which transport over their individual lines upwards of 
50,000 cars per year from California appreciate the 
necessity of having well insulated large cars with large 
bunker capacity and use the rule that the bunkers must 
be kept full of ice. It is also necessary that the southern 
roads apply the same principle in protecting perishable 
freight entrusted to their care or else pay their just 
debts for loss and damage claims which arise on account 
of their shortsighted policy of not giving to the shipper 
what he pays for. The refrigeration rates today from 
the south, particularly Arkansas, Oklahoma and Texas 
are higher than the refrigeration rates from Californi: 
to the east, in proportion to the service given and th: 
distance carried. Furthermore, it is very shortsighte 
policy on the part of the southern carriers and the privat: 
ear lines serving such territory to awake to this absolut 
necessity of furnishing adequate protection to the freigh 
carried for their own preservation and to encourage an 
assist the shipper by protecting the freight which h 
supplies. Thousands of dollars are at the present tim 
unpaid on account of the refusal of certain carriers t 
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pay claims caused by poor facilities and inadequate re- 
frigeration. Shippers have been ruined financially owing 
to this unjust practice, and others have been compelled 
to accept ten to twenty per cent of the amount of their 
losses while the carriers have collected full charges for 
poor service; after they have ruined the shipper finan- 
cially they complain that tonnage has decreased. 
Eliminate poor service, furnish proper cars, keep them 
filled with ice during transportation, make schedule time 
and the shipper will be satisfied and the carriers will 
prosper. Joseph M. Connery, 


Chicago, Ill., April 24, 1914. 


CRITICIZES THE COMMISSION 


Editor the Traffic World: 


“A few years ago the Interstate Commerce Commis- 
sion was one of the most popular and highly respected 
branches of the government, but its policy of severe ju- 
dicial delay in deciding the eastern freight rate case has 
made it exceedingly unpopular and has seriously damaged 
its prestige.” 

The above was taken from the editorial columns of 
the Boston Globe of today. 


With the express companies going out of business, 
with the trunk lines laying off thousands of men, with 
the bread line and the soup kitchen feeding hundreds, 
with general demoralization of business, is it not time 
to see the handwriting on the wall? 

J. D. Hashagen. 

Boston, Mass., March 30, 1914. 


FIBER BOARD INTERESTS WIN 





Washington, D. C., May 1.—Fiber board interests won 
a big victory to-day when the Commission decided the 
Pridham case against the Southern Pacific in favor of 
the complainant. Commissioner McChord, author of the 
opinion, holds “unreasonable and unjustly discriminatory” 
the rule of carriers limiting the application of commodity 
rates eastbound from California terminals to articles 
shipped in boxes “made entirely of wood or wood and 
metal.” 


The Commission is unable to see any transportation 
difference between the movement of suitable commodities 
in fiber or wood. While the fiber box is being accepted 
by some carriers in other territories as a container for 
commodities that do not carry safely in it, the Commis- 
sion holds that on this record it cannot indicate the com- 
modities which should be denied transportation in such 
containers. The Commission is of the opinion that the 
classification rules with respect to construction, packing 
and sealing fiber packages should be strictly enforced. 

The Commission also suggests that some restrictions 
should be placed on wooden containers. Eliminations and 
changes suggested, the Commission holds, should be made 
as a result of conferences between the carriers and ship- 
pers. A cease and desist order as to fiber packages goes 
into effect July 1. 


SOUTHERN CLASSIFICATION COMMITTEE. 

The Southern Classirication Committee adjourned its 
regular spring meeting in Chattanooga April 22, and the 
next meeting will be held at the St. Charles Hotel, Atlan- 
tic City, N. J., July 6. 
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PERSONAL 


Charles J. Brister, now general freight agent, has been 
appointed manager of freight traffic in coal, coke and ore 
and also of passenger traffic of the C., C., C. & St. L, 
C. & N. and P. & E., effective May 1. 

J. M. Rapelje, general superintendent of the Northern 
Pacific Railway at Livingston, Mont., has been appointed 
assistant general manager, with office at St. Paul, 

John A. Streyer, for ten years general freight and 
passenger agent of the Macon, Dunblin & Savannah Rail- 
road, has been promoted to the office of traffic manager. 

E. T. Eckles, freight traffic manager of the Atlanta & 
West Point, and of the Western Railway of Alabama, has 
removed his offices from Montgomery, Ala., to Atlanta, Ga. 

William M. Long has been appointed contracting freight 
agent at Peoria for the Illinois Central, succeeding W. F. 
Robinson, who resigned to accept service with another 
company. 

The office of general coal and ore agent of the Wheel- 
ing & Lake Erie Railroad, Cleveland, O., has been 
abolished. E. B. Coolidge, formerly general coal and ore 
agent, will be located at Chicago, with the title of general 
western agent. 

E. J. McVann was graduated from the Law School of 
Creighton University, April 30th, and was admitted to 
the bar of Nebraska. He will continue as manager of 
the traffic bureaus of Omaha and Council Bluffs commer- 
cial clubs, but will also practice law along traffic lines. 

H. R. Powell of Peoria has been selected as assistant 
to the traffic commissioner of the Davenport Commercial 
Club. Mr. Powell has had six years’ experience in rate 
work, formerly served in the Rock Island office of the C., 
B. & Q. Railway Co., and is now head revising and rate 
clerk in the Peoria office of that system, 

At the inaugural] reunion dinner of the officials and 
employes of the Staten Island and New York terminal 
lines of the Baltimore & Ohio Railroad, in New York, 
April 18, Charles W. Tomlinson, general eastern freight 
agent, spoke of the efficiency of effort and the importance 
of co-operation existing between the forces of the traffic 
and operating departments of a railroad which is to be 
successfully and profitably managed. 

Hiram J. Griffing, for nine years freight agent of the 
Mobile & Ohio Railroad at Mobile, and an attache of 
the road for twenty-five years, has been elected president 
of the American Association of Freight Agents, in con- 
vention at Houston, Tex. Other officers elected are: J. L. 
Harrington, agent Chicago, Burlington & Quincy, Omaha, 
Neb., first vice-president; W. R. Lence, agent Missouri 
Pacific, Kansas City, Mo., second vice-president; R. O. 
Wells, agent Illinois Central Railroad, St. Louis, Mo., sec- 
retary; C. E. Fisher, agent Baltimore & Ohio Southwestern 
Railroad, Cincinnati, O., treasurer. 

Frank C. Dillard, who has retired as vice-president 
and general counsel of the Chicago, Rock Island & Pacific, 
expects to return to Texas, from which state he came to 
Chicago about seven years ago. “The question of my 
leaving the Rock Island,” he said, “was discussed with 
the company some time since, and then determined upon, 
and I set May 1 as the time of my leaving, My relations 
with the company have been and are pleasant, and with 
the officers with whom my duties have most closely laid 
are of cordial friendship; but my personal interests are 
in Texas, and there I have friends and business associates 
of a lifetime, and it has always been my expectation to 
return there to make my permanent home. I may leave 
for Texas in a few days, or it may be some weeks before 
I shall finally leave Chicago.” 
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Canadian Rate Decision 


Five to Thirty Per Cent Reductions Ordered in Freight Rates—Western Roads Not 
Only Ones Affected—Text of Order 


Coming at a time when the eastern railroads of the 
United States are asking and pressing their demand for a 
five per cent increase in freight rates the decision of the 
Board of Railway Commissioners of Canada ordering re- 
ductions of from five to thirty per cent in Canadian rates, 
has caused more than ordinary interest. The Canadian 
decision has been referred to before in these columns, but 
the full text of the order is now at hand. 

The changes in the tariffs directed by the order are to 
be effective not later than September 1, 1914, it having 
been the desire of the board to have the changes come into 
force at the earliest possible moment after the decision. 
A careful consideration of the changes ordered shows that 
the rate changes affect not only the situation west of Fort 
William and Port Arthur, but also the situation to the east, 
when the rates, though not specifically treated, are affected 
as portions of through rates and in other ways. The rates 
west of Fort William and Port Arthur are tied up with the 
rates between eastern and western Canada, in so far as 
American rail carriers are made use of. 

Following is an ample abstract of the decision: 

The first step leading up to the inquiry was the reso- 
lution of the Winnipeg Board of Trade on November 14, 
1911. This resolution was forwarded to the government, 
and the matter was referred to the board for such action 
as it deemed proper. There was at the same time pending 
a complaint of the Vancouver Board of Trade that the ex- 
isting rates from eastern points on a western movement 
were discriminatory as compared with rates from Vancou- 
ver on an eastern movement. The Vancouver Board of 
Trade complaint being bound up with and affecting the 
question of western rates, was joined in the board’s order 
of February 15, 1912, with the general investigation of 
rates in the provinces of Manitoba, Saskatchewan and 
Alberta, and in the province of Ontario west of and in- 
cluding Port Arthur, which had been provided for in its 
order of January 8, 1912. 

It is unfortunate that an issue has been made between 
the East and the West. Cash payments or credits from the 
fast in aid of railway development do not justify higher 
rates in the West. The opening up of the West by rail- 
way construction is of value to the East. The lower the 
rates in the West, the greater the extension of eastern 
business therein. The lower the rates in the East, the 
lower is the rate charge on which western goods find their 
way into the world’s market. 

It is contended that the existing rates in the East are 
made possible by excessive rates in the West. An analysis 
of this points out that the Canadian Pacific first commenced 
its operation in the West; that its main line was opened 
on May 26, 1887; and that when it commenced its opera- 
tion east of Fort William, it simply adopted the rates 
charged by other railways in that territory, and the rates 
so adopted were not affected in any way by the rates west 
of Fort William. No voluntary benefaction by way of re- 
duction of rates was made to the people in the East at the 
expense of the people in the West. 


Earnings Apportioned. 


In an attempt to ascertain whether the existing rate 
structure was inordinately profitable, the earnings of the 


Canadian Pacific were apportioned between its operating 
divisions on the basis of the mileage contained therein. It 
is recognized that in so dividing revenues between the 
eight operating divisions of the Canadian Pacific, results 
are arrived at which are not characteristic. For example, 
the Lake Superior division, which originates or terminates 
practically no traffic, is shown with a large proportion of 
revenue. The railway operating divisions are not the 
proper basis for distribution of revenues. because, for ex- 
ample, the provincial boundaries of Saskatchewan and 
the boundaries of the railway operating division of Sas- 
katchewan are not the same. 

The Railway Act does not forbid all discriminations 
and proferences; it forbids an unjust discrimination or an 
undue preference. The board has recognized in various 
decisions that the question whether discrimination is un- 
just or a preference undue is a matter of the particular 
facts of a particular case. Examples are cited. Group 
rates, while they have some elements of discrimination, 
are in the public interest so long as the discrimination is 
not unjust. Water competition has been recognized as @ 
factor affecting rates. The board has held that it is in 
the discretion of the railway whether it shall or shall not 
make rates to meet the competition of markets. A similar 
position has been taken by the English Railway & Canal 
Commission. The board has recognized that a division of 
the through rate is not a necessary measure of the rea- 
sonableness of the local rate. Special rates, such as those 
contained in town tariffs and commodity rates, result in 
some discrimination. The commodity tariffs, under which 
the large bulk of the country’s merchandise moves, work 
a two-fold discrimination. In the first instance, a discrim- 
ination in favor of shippers of a particular class of mer- 
chandise from points where the volume moving justifies 
commodity rates as against shippers of the same com- 
modity at points where no commodity rates exist; and, sec- 
ondly, a discrimination in favor of an article carried at 
the commodity rates as against articles of a kindred nature 
which might come more or less into competition with an 
article moving under a commodity rate. But the low com- 
modity rate basis works to the advantage not only of the 
shipper, but also of the consumer. 


Eastern Rates Considered. 


It being recognized that the rates west of Fort Wil 
liam are higher than those east, the question of the fac- 
tors affecting eastern rates has to be considered. In the 
territory extending from Windsor and Sarnia to eastern 
ocean ports, there is real and effective railway competi- 
tion of American lines. This competition was recognized 
by the board in the International Rate Case. Water com- 
petition is effective throughout eastern Canada as far as 
Port Arthur and Fort William. The low rate basis brought 
about by the lake transportation facilitates the movement 
of commodities into and out of the West. Counsel for the 
provinces of Saskatchewan and Alberta recognized the ex- 
istence of water competition at certain points, but disputed 
its efficiency at points some distance more remote from the 
railway. He recognized that the water competiiton might 
either be actual or potential, and that the water rate may 
hold down the combined lake and rail rate. It may be 
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pointed out that the rate from the East to Winnipeg is in- 
fluenced to a considerable extent by the water rates to the 
head of the lakes. 

The Atlantic division of the Canadian Pacific is shown 
by the returns to be unprofitable. The rates in the mari- 
time provinces are low, not only as a result of water com- 
petition, but also as a result of the Intercolonial] rates, a 
road whose operations have largely resulted in deficits. The 
earnings of this division on the mileage basis are also held 
down by the fact that a large part of the business is 
through business carried on a low rate. In the case of a 
grain movement from Regina to St. John on a through rate, 
the Atlantic division may be apportioned a part or the 
through rate proportioned to the mileage moved by it with- 
in this division. If the basis of the rates on western prod- 
ucts to St. John were applied to the local traffic of the 
Atlantic division the local rates would be very greatly de- 
pressed. From Woodstock, N. B., to St. John, for instance, 
the company would receive on a grain or flour shipment on 
the Ragina basis only one-sixth the local tariff rate. The 
through rates keep down the average earnings. The At- 
lantic division is in reality to be regarded as a terminal. 
The result is that the western provinces, producing 
as they do grain and flour, and interested as they are 
in a cheap furtherance rate, not only from their own bor- 
ders, but also to the seaboard, instead of being injured 
participate in the benefits of the low through rates on 
grain and flour passing through this division. 


Water Line Competition. 

By far the greater part of railway business in eastern 
Canada is on the line of water competition. The rate basis 
in eastern Canada, both adjacent to and more remote from 
the waterways, was established by the railways at a time 
when there was no regulation of rates. The rate basis they 
put in was affected both by water and by American rail 
competition. No evidence has been submitted by any of 
the complainants negativing the force either of water 
or of railway competition in the East, or the resultant 
effect of such competition. 

The board is of opinion that while discrimination ex- 
ists between the rates charged east and west of Port 
Arthur, the discrimination is justified under the Railway 
Act and the decisions of the board; that is to say, it is not 
an unjust discrimination or an undue preference. In the 
main, the rate structure of eastern Canada is justified on 
the basis of water and railway competition. There may be 
some points where discrimination which cannot be justi- 
fied by competitive reasons exists. It may be that in con- 
nection with these there would be justification for increase 
of rates: The rates in eastern Canada may be low, per- 
haps, at certain points, too low; even in view of its geo- 
graphical advantages. It cannot fairly be said, however, 
that these low rates are in any manner the result of ex- 
cessive western rates. They are practically the rates which 
applied long before the profits of western railway opera- 
tions had anything to do with Canadian railway resources. 


Mileage in Western Canada. 


The existing railway mileage in western Canada is in- 
adequate, at least so far as Saskatchewan and Alberta are 
concerned. To ascertain to what extent the existing rail- 
way mileage meets the needs of western Canada, calcula- 
tions have been made to show how much acreage in these 
provinces is more than 10 miles from the railway. Com- 
plaints made to the board by farmers in the West show 
that, on the average, a 10-mile haul enables the farmer, 
where there are fair roads, to market his grain and return 
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home in one day. Railways laid out, having in view a 
maximum 10-mile haul, would not be constructed nearer to 
each other through the farming territory than 20 miles. On 
this computation, the railways existing in Saskatchewan 
serve 70,000 square miles, or 44,000,000 acres, on the basis 
of the 10-mile haul. South of Township 58, there is an 
area of 121,000 square miles, or 77,000,000 acres, thus leav- 
ing 51,000 square miles, or 32,000,000 acres, yet to be 
served. Railways which may be constructed under the 
guarantees of the province outstanding last year when com- 
pleted would provide facilities for 17,000,000 additional 
acres. This would leave, in the territory south of Town- 
ship 58, 39 per cent of the total acreage further than 10 
miles from the railway. 

In Alberta, within the boundaries formed by the 74th 
Township and the 10th Range of the west meridian, there 
are about 85,000,000 acres. In this acreage, existing rail- 
way lines serve 26,000,000 acres, on the basis of the 10- 
mile haul, leaving over 58,000,000 acres yet unserved. 
Railways proposed to be constructed under the guarantees 
of the provincial government and outstanding last year 
will provide for about 17,000,000 of acres more, leaving 48 
per cent of the territory so referred to further than 10 
miles, at least, from any railway. 


Complaints from Farmers. 


Complaints have been received by the board that farm- 
ers living at a distance of from 18 to 35 miles from the 
railway spend on getting the grain to the railway more 
than it costs to take it from the railway station to Fort 
William. The farmers of the Mervin District, Sask., fur- 
nished information which showed that grain was hauled 
into Edam, 35, 40 and 45 miles; that on a 14-mile haul from 
Mervin to Edam, allowing $5 per day for teams and proper 
allowances for expenses on the way, the cost of haulage 
was 20 cents per bushel; that on a 35-mile haul, a smaller 
load had to be taken and the round trip required from two 
to three days, making the cost of marketing about 32% 
cents per bushel; that is to say, farmers hauling a distance 
of 35 miles to Edam, with a load of 40 bushels, were at 
an expense of 32% cents per bushel to get it to the station 
while from Edam to Fort William, a distance of 1,046 miles, 
the rate was 144-10 cents per bushel. A petition signed 
by 390 farmers of the Eagle Creek District, Sask., showed 
that a large amount of grain taken out from the district 
necessitated a two days’ haul, and the cost of getting the 
grain to the station was 25% cents per bushel as against 
a rate of 13 cents a bushel from the station to Fort Wil- 
liam, a distance of 939 miles. 

The cost of haulage on earthen roads runs from 20 
cents to 25 cents per ton per mile. From the standpoint 
of the necessity for railways, the activity of the provincial 
governments in assisting railway construction, with a view 
to shortening the average haul of the farmers, appears 
well justified. 

Railway extension is of immediate interest to the dis- 
tributing centers of the West, as every addition to the 
railway network widens the consuming area. On the other 
hand, the farmer who already has railway facilities is not 
interested in the providing of railway facilities for compet- 
ing farmers. Extensions into new territory should be made 
at the risk of the company rather than at the expense of 
shippers on the old lines. At the same time, consideration 
must be given to the necessity of enabling railways to ob- 
tain additional capital. Extensions of service, betterment 
of facilities, and the enlargement of terminals have from 
time to time to be met often in the old settled districts of 














the country. As a matter of public policy, railway rates 
should be rates of such a character as to attract inyest- 
ment and to render the railway securities marketable. 


Duplicate Mileage. 

Counsel for the Dominion government pointed out that 
regulation of rates without adequate control of future rail- 
way development would likely lead to the duplication of 
mileage. It is recognized that a certain amount of over- 
lapping will have to take place on account of the lines 
making grades, the question of physical conditions, and 
the matter of access to the large centers of population. 
It does appear that in Manitoba, taking that portion lying 
south of the 19th Township, Lake Manitoba, and 14th 
Township as far east as Selkirk, there are 2,850 miles of 
track. Two thousand miles of track in this area would 
be sufficient to place railways within 10 miles of every 
farmer; that is to say, there is 40 per cent more mileage 
than the territory requires on the 10-mile basis. In Brit- 
ish Columbia there is the paralleling of the Canadian 
Northern and Canadian Pacific, while in western Alberta 
there is the paralleling of the Conadian Northern and the 
Grand Trunk Pacific. It is recognized that paralleling also 
exists east of Fort William. No opinion is expressed as 
to how much of this duplication was or was not necessary. 
The counsel's criticism is, in part at least, well founded, 
and the necessity for some business control by the govern- 
ment, which will prevent unnecessary duplication of fa- 
cilities, is established. 

Which, if any, of the three lines, the Canadian Pacific, 
the Canadian Northern and the Grand Trunk Pacific, should 
be taken as a typical line? It is impossible for the board 
to deal with rates in the West on the hypothesis that the 
Canadian Pacific is the only railway which should be taken 
into consideration; nor can it be held that the only meas- 
ure of what rates should be is to be found in the position 
occupied by the Canadian Pacific. Counsel for the Do- 
minion government expressed the wish that the board 
would so reduce rates, taking the Canadian Pacific as a 
standard road, as not to injure other lines. He was unable 
to suggest how that end could be accomplished, nor was 
this to be wondered at, as, beyond all question, rates based 
on the Canadian Pacific’s power to stand reductions would 
inevitably bankrupt not only both the Canadian Northern 
and the Grand Trunk Pacific, but for the future preserve 
the western provinces to that company in so far as any 
new companies or new lines were concerned. It would 
be impossible for any ordinary company to live in competi- 
tion with the Canadian Pacific under such conditions. 


Reserves and Liabilities. 


The rates must be considered having regard to the 
traffic necessities of western Canada and a fair return to 
the carrier, apart entirely from any question of reserves of 
the company on the one hand or liabilities of the com- 
pany on the other. The matter must be dealt with from 
the standpoint of the principle laid down by the late Chief 
Commissioner Hon. J. P. Mabee, who, at the outset of ‘the 
inquiry, laid down the line of action in the following words: 

“With reference to the inquiry into the financial 
standing of the companies, it seems to me that if one is to 
, be investigated they should all be investigated. We should 
not be submitted to the possibility of prejudice in settling 
these rates by placing before our eyes the millions and mil- 
lions of treasure that the Canadian Pacific is supposed to 
bave hoarded up. The question for us to decide is what 
rates are fair irrespective of how much any company is 


worth or is not worth.” 
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The board must take the existing railway mileage as 
it finds it. It was suggested that Parliament had not shown 
cue care in chartering railways, or in allowing them to pe 
constructed. The board has had nothing to do with the 
steps whereby additional railway mileage came into exist- 
ence; and it is not in any way concerned with the ques- 
tion of whether or not a railway was constructed from the 
standpoint of political expediency, and expresses no judg- 
ment thereon, 

Counsel for the Dominion government presented as a 
basis for rate-making a method whereby average costs 
might be ascertained. As explained by the expert, Mr. 
Muller, it is not concerned with specific or actual costs. 
An attempt is made to distinguish terminal charges from 
road haul charges. The terminal charges as well as the 
road haul charges are computed on a series of averages re- 
quiring the use of very complicated statistical methods. 

The method which he advocates has never had a thor- 
ough-going practical test as a basis of rate-making. The 
Interstate Commerce Commission has not yet been able to 
work out, with its large statistical force, a satisfactory 
system based on cost. It is further stated that cost esti- 
mates of the kind in question cannot be relied upon as 
decisive factors. 

Canadian Pacific Revenue. 

A portion of the present revenue of the Canadian Pa- 
cific is due to its having a through line, while the Canadian 
Northern and Grand Trunk Pacific are not yet in this posi- 
tion. With the opening up of the through lines of the two 
latter railways, not only will they share in the through 
business, but business which they are at present handing 
over to the Canadian Pacific will be handled by them. But 
Mr. Muller says that to work out rates based on his sys- 
tem, a five-year period should be taken for comparison, and 
that the rate so worked on his basis should be revised 
every five years. However, with the change brought about 
by the opening up of the through lines of the Canadian 
Northern and the Grand Trunk Pacific, rates based on the 
past performance of the Canadian Pacific would have no 
proper application to the new conditions arising. 

While recognizing the statistical ingenuity of the the- 
ory, it must at the same time be recognized that this the- 
ory has never had a practical test under such conditions 
as are present in this inquiry. There would be many diffi- 
culties in applying it, nor can it be said how it would work 
cut. What is needed is a practical working method. With 
due consideration of all the factors concerned it does not 
appear how any practical application can in the present 
instance be made of this theoretical project for a new sys- 
tem of rate-making. 

After dealing with various arguments of counsel, the 
judgment proceeds to outline a comprehensive basis of 
tolls and a complete rate structure for all railways in west- 
ern Canada subject to its jurisdiction. The rates become 
effective on September 1. 

The territory west of the Great Lakes is divided into 
three sections. The first is called the Prairie section, 
extending from the Great Lakes to the mountains; the sec- 
ond the Pacific section, including mainland rail lines in 
British Columbia; and the third the British Columbia 
Lakes section, including the inland navigable waters in 
that province. A standard scale of maximum freight rates 
is fixed for each section. The lowest scale in the West, 
now known as the Manitoba standard, has been amplified 
to show rates up to 2,100 miles, and will apply throughout 
the entire Prairie section and on the British Columbia 
Lake region, abolishing the higher scale now charged in 
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Saskatchewan and Alberta. What will be known as the 
Pacific scale is on a somewhat higher basis and will gov- 
ern in Pacific territory. These changes result in substan- 
tial reductions from the present standard maximum scales 
in Saskatchewan, Alberta and British Columbia. 


Rate Changes Ordered. 


Special distributing tariffs on a lower basis are author- 
ized from recognized distributing centers, the reduction 
from the standard tariff of each territory being 15 per cent 
of the Prairie standard scale. The following first-class rate 
examples indicate the character of the reductions, the other 
classes being proportionately scaled. The first-class rate 
from Winnipeg to Regina is reduced by 8 cents, Calgary 
12, Revelstoke 15, Saskatoon 13, Edmonton 16, Lethbridge 
10 cents per hundred pounds. Similar reductions are made 
from other Prairie jobbing centers. 

Through rates from eastern to western Canada are 
based on those charged from Port Arthur or Fort William. 
After citing reductions already made by order of the board 
in the Regina Rate Case, further reductions are made and 
a more uniform basis is adopted. Examples of the new 
rates from the lake terminals are given below, those to 
other points being similarly scaled: 


Classes 1 2 3 4 ) 6 10 

To Winnipeg— 

REL” 5 6.iuc'y fsb ae bie 6'e-s. dah 86 72 57 42 34 20 

ID. Sa as ole wp binine Sewie b 85 71 6 42 38 32 19 
To Regina— 

GY Ain 53sec en semnaden 154 129 102 77 68 59 34 

EE in. ® ald cache selcateren 146 122 98 73 65 56 33 
To Moose Jaw— 

eet PE kv ad sebueteesdbdenes 159 132 106 79 71 61 36 

a ee ee ee ee 153 128 102 77 69 60 35 
To Calgary and Edmonton- 

CREE. oo'eh ac owcadeccsbavectetame 368 10:18. 368 90 52 

SED: “wed «i s:ne:d > eetiede tues 213 178 142 106 95 85 49 
To Saskatoon— 

SE es <6. s au shaban hne 175 146 116 &7 78 68 40 

ES Se ive as cud cd tee en aoe 164 137 110 82 74 64 37 
To Lethbridge— 

SE inde wi. 6 ia dct ean sd 215 179 142 107 96 85 .49 

PEP EEE Ghackinwccceaeewses é 201 167 133 100 90 79 46 
To Nelson and Revelstoke- 

CED Sapinccasveseose scores Gar 2a. Ie 2 eee 6 lee lhe 

Peer Dt Si be Sa cede dad < dies 251 209 167 126 #115 104 #641 


Local grain and flour rates are substantially reduced by 
two methods, first by a direct reduction ranging from 20 
to 30 per cent, and secondly, by making the terminal Fort 
William rates the maximum that may be charged between 
intermediate stations. For example, Broadview to Winni- 
peg, now 20, becomes 15 cents per hundred pounds, and 
Calgary to Winnipeg, now 43 cents, through the applica- 
tion of the Fort William rate as maximum, becomes 24 
cents per hundred pounds. The westbound rates on flour 
and other grain products are similarly reduced. 

Coal rates from Lethbridge and other Alberta mines 
are substantially cut; for example, from Lethbridge to Cal- 
gary from $1.80 per ton to $1.45, to Edmonton from $2.85 
to $2.20, Swift Current $2.40 to $1.90, Regina $3.10 to 
$2.65, Virden $4.10 to $3.40, Saskatoon $3.95 to $3.30 per 
ton. 

Carload sugar rates from Raymond, Alta, to Prairie 
points also receive attention, Lethbridge being reduced from 
11 to 9 cents, Crankbrook 42 to 38 cents, Nelson 60 to 51 
cents, Calgary 31 to 23 cents, Edmonton 42 to 37 cents, 
Regina 50 to 42 cents per hundred pounds. 

The special] mileage rates on butter, cheese and eggs, 
dressed meats and dressed poultry between all Prairie 
points come in for reductions. 

The special mileage tariffs on vegetables in Manitoba 
ire shown to be reasonable; the rates, however, in Sas- 
katchewan and Alberta, which are on a somewhat higher 
scale, are reduced to the Manitoba basis. 

The special rates on fruits and vegetables from Brit- 
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ish Columbia, which have been revised and reduced since 
the complaint against them was launched by the United 
Farmers of Alberta, are left untouched. 

The rates on cement from Winnipeg are shown to 
vary little from those of Ontario, and are not reduced, but 
the higher rates from cement plants in Alberta and Sas- 
katchewan are reduced to the Winnipeg scale. 

Lumber and joiners’ work from British Columbia to 
Prairie destinations have been already reduced following 
the board’s order in July, 1913. A table showing some of 
the reductions accompanies the judgment. 

The rates on sugar from Vancouver remain unchanged, 
the complaint of the British Columbia sugar refinery not 


_ being sustained. 


No reduction is made in live stock rates, which are 
shown to be reasonable in view of the favorable carload 
minimum weights and the volume of traffic, 

The rates on fence posts, firewood, brick, stone, gravel 
and sand are found to be generally lower than those apply- 
ing in Ontario; but the higher scales prevailing in Al- 
berta and Saskatchewan are reduced to the lower Mani- 
toba basis. 

Rates on ores, concentrates and smelter products in 
and from British Columbia are found to constitute a large 
percentage of the traffic of that province, and are found 
remunerative only in the sense of contributing to the gen- 
eral prosperity, 

The rate on pig iron from Port Arthur and Fort Wil- 
liam to Winnipeg is reduced from 20 cents per hundred 
pounds to $3 per gross ton. 

Western Rates inspected. 

The whole structure of western rates, starting from 
the standard maximum mileage scale, the class tariffs from 
Lake Superior and Pacific Coast terminals, the class dis- 
tributing rates, commodity tariffs applying on grain, coal, 
live stock, cement, fruit, vegetables, brick, sandstone, lum- 
ber, dairy products, etc., have been closely inspected and 
definite decisions given in connection with each. 

The board has considered the question of local pas- 
senger rates in British Columbia very carefully. It finds 
that the local passenger business is at present being con- 
ducted at a loss. It, therefore, does not feel justified in 
directing any change until the board is afforded an oppor- 
tunity of seeing what improvement in passenger revenues 
will result from the improvements in railway grades and 
operating facilities which the railway is at present making. 

The judgment contains comment on the railway situa- 
tion in the West: “The mere fact that the Grand Trunk 
Pacific is not now getting adequate returns on its capital, 
and is not at present making satisfactory profit on that 
part of its line where it is in full operation (say between 
Edmonton and Winnipeg) is not a conclusive reason why 
the rates should not now be revised generally so as, if 
possible, to place them on a just and fair basis. The com- 
pany is operating only in part, and~wprofits earned on a 
part cannot be expected to carry the whole. The road 
is still in its constructive stage. During the discussion of 
the present case it was shown that the losses for the first 
three years of its operation—and while the company has 
been working up its business under the decisions of com- 
missions of American states—should fairly be charged to 
capital account. Whether this is so or not, the fact that 
such a principle has been adopted in the past to some ex- 
tent seems to afford a very good reason why the returns of 
the Grand Trunk Pacific hitherto should not be taken as 
establishing the reasonableness or. unreasonableness of 
rates at the present time. 
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“To a less degree the same may be said regarding the 
Canadian Northern. So far that line has had no through 
business, although operating much longer than the Grand 
Trunk Pacific. It is constructing both to the East and 
the West, and is constructing at such a rapid rate that its 
return should not be taken as conclusive one way or the 
other in this issue. 

“The Board is of the opinion that the serious drop 
in railway earnings that the past few months have shown 
is not a permanent condition, notwithstanding that the 
earnings of the Canadian Pacific for 1912 and 1913 probably 
represent a maximum of return, and that, just as soon as 
the other lines are in through operations, it will be some 
time before that maximum will be again reached. 

“While it is beyond all question that, speaking gen- 
erally, the rates ordered on one line control to a large 
extent the rates on other lines, and that it serves no use- 
ful purpose to prescribe rates only as against one carrier 
with the idea of assisting another, yet in so far as the 
distributing tariffs are concerned, in some instances the 
mileages of the Grand Trunk Pacific and Canadian North- 
ern are shorter than those of the Canadian Pacific. To 
the extent that these shorter mileages would enable either 
company to charge a lesser rate than fixed for the Cana- 
dian Pacific, I am of the opinion that both companies 
should have the opportunity of doing business, if they 
so desire, at the longer mileage rates and without regard 
to the competitive advantage which their shorter mileage 
would give them. These rates, therefore, are made effec- 
tive only against the Canadian Pacific.” 





RAILROAD RETURNS 





The thirty-five railroad systems in Offiial Classification 
territory that are applying for a 5 per cent increase in 
freight rates have filed with the Interstate Commerce Com- 
mission data setting forth results of their operations for 
the first eight months of the present fiscal year. 

For the period from July 1, 1913, to February 28, 1914, 
the revenues decreased from $931,508,361 to $910,346,537, 
as compared with the previous year. For the same period 
expenses increased from $645,404,193 to $683,364,514. There 
was thus a decrease in revenues of $21,161,824, and an in- 
crease in expenses amounting to $37,960,321—or a loss in 
net operating income of $59,122,145. When to this is added 
an increase in taxes of $2,507,471 and a decrease in net 
revenue from outside operations, there is shown a loss in 
operating income of $69,355,881, or 26 per cent. 

Assuming that no additional money has been invested 
in these properties since July 1 of last year, the returns 
for the current eight months show 4.7 per cent earned on 
property investment, as against 5.53 per cent in the cor- 
responding eight months of last year. 

The Pennsylvania System in the same period shows 
4.92 per cent, as against 5.56 per cent in 1913. The New 
York Central Lines show 3.56 per cent, as against 5.63 per 
cent in 1913. The Baltimore & Ohio system shows 4.10 
per cent, as against 4.63 per cent in 1913. The Erie sys- 
tem shows 2.75 per cent, as against 3.91 per cent in 1913. 
The Pennsylvania railroad system, Baltimore & Ohio sys- 
tem and New York Central lines show 4.23 per cent, as 
against 5.44 per cent in 1913. 


EFFECTIVE DATE POSTPONED. 

The effective date of the orders in the complaints of 
the Norman Lumber Co. against the L. & N. and others 
and the Paducah Board of Trade against the Illinois Cen- 
tral and others has been postponed from May 1 to June 1. 
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NEW HAVEN INQUIRY 


Recalcitrant Witnesses Testify—Light Shed on 
Transaction of Evidence 





In accordance with the agreement entered into be 
tween Chief Counsel Folk of the Interstate Commerce 
Commission and former officers of the Billard Company, 
the corporation that held the Boston & Maine for the 
New Haven, Henry V. Whipple and Edward E. Field 
took the stand Wednesday afternoon and gave all the 
testimony they were asked for at the hearing when they 
declined, on advice of counsel, to answer questions. 

They admitted that they were “dummy” directors and 
that as treasurer and as president they had nothing to 
do other than sign their names to wind up the affairs 
of the company. They took their offices at the request 
of S. C. Morehouse, the attorney for the company, and 
held them from the latter part of November to the latter 
part of March, when the affairs of the corporation were 
finally wound up. Mr. Whipple got $10,000 from Mr. 
Morehouse and he bought stock in the company with it. 
Later he sold the stock, on advice of Mr. Morehouse, for 
$11,000, and from that fund he is paying his expenses 
and those of Field, the former president, in these pro- 
ceedings. They said they did all that to oblige More- 
house and because they had confidence in him. 


The light Breaks. 

Some light began breaking through the mass of tes- 
timony Wednesday and Thursday, when Oakleigh Thorne, 
one time president of the Trust Company of America, 
Frank §S. Fowler, an accountant for the Commission, and 
James P. McDonald, a railroad contractor, admitted that 
they had made $1,100,000 in the transactions leading, first 
to the consolidation of the old Westchester and the Port- 
chester roads and their sale to the New Haven. 

McDonald, who had a contract for construction, testi- 
fied that he surrendered his contract, which, if carried 
out, would have netted him a goodly sum, for $375,000. 
He did no construction work whatever. His work, he said, 
was in furnishing capital for one of the construction 
companies and arranging details which led up to the 
making of the contract. He smiled at questions and 
seemed pleased to be able to tell everything except the 
names of the men with whom he made one of a number 
of contracts which preceded and culminated in the one 
he had sold to Oakley Thorne. He was a stockholder in 
the construction companies with which he dealt. 

“I'd like to say something more,’ said he, after he 
had been dismissed by Chief Counsel Folk and attorneys 
for C. S. Mellen and other men and companies involved 
in the transactions under investigation said they had no 
questions to ask. 

“T want to say I never had anything to do with the 
New Haven. I want to say, too, that if I had had any 
idea Mr. Thorne was acting for the New Haven, I would 
still be holding on to my contract. He would never have 
got it for $375,000.” 

“It would have cost him more?” asked J. W. H. Crim, 
attorney for Mellen. 

“Yes, it would have cost him at least a million and 
a half.” 

“Then in this transaction the New Haven manage- 
ment saved a good deal of money by handling the matter 
in the way they did?” 

“It certainly did, because, as I told you, if I'd had 
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any idea the New Haven was dickering for the road I 
had a contract to build, $375,000 would not have made 
me let go.” 

A roar of laughter greeted this testimony and Mr. 
Crim was obviously sincere in the thanks he extended to 
McDonald. 

Thorne Testifies. 


Oakleigh Thorne’s testimony was that he went into 
the Westchester deal in 1906 and suggested to Mellen that 
if they could consolidate the Westchester and Portchester 
propositions, a franchise could be procured without the 
possibility of interference from “Fourteenth Street,” mean- 
ing Tammany Hall, because then the conflicting interests 
in that organization would be unified. Thorne produced 
a letter he wrote to Mellen advising secrecy, so as to 
prevent interference and a consequent increase in prices. 

The New Haven paid $8,400,000 for the consolidated 
roads and turned over about $3,000,000 to the Millbrook 
company, organized by himself and Marsden J. Perry, as 
a holding company, to be used in the payment of expenses 
in connection with the project. Thorne testified that he 
had burned the books six years after the transactions 
were closed. 

“Have you any vouchers you can produce to show 
how the $11,400,000 was spent?” asked Mr. Folk. 

“No, I don’t have to,” snapped Thorne. 

Frank S. Fowler, the Commissioner’s examiner, testi- 
fied that for the $4,069,000 paid by the New Haven, the 
latter got about $112,000 worth of real estate. He testified 
that for $36,000,000 invested in outside enterprises, such 
as the New England Navigation Co., the Hausatantic Power 
Co., Millbrook company, te New Haven gets no net in- 
come, but achieves an anflual deficit of about $876,000. 
He further testified that although the New Haven paid 
dividends in 1908, 1909, 1911 and 1912, the payments were 
in excess of the net earnings. In other words, that the 
dividends were paid out of surplus accumulated in other 
years. 

Mr. Crim undertook to cross-examine Fowler about 
the mileage of the road before and after the Mellen 
regime. Mr. Fowler said he did not have such figures 
at hand. 

“All tho-e figures are in the record and speak for 
themselves,” said Examiner Gartner, who presided, in the 
absence of Commissioner McChord. 

“So are the figures this witness has stated again 
to-day,” retorted Crim. “I want to reserve the right to 
cross-examine so as to bring these facts into proper rela- 
tion, with explanatory facts, because, as now presented, 
they lead to unwarranted inferences. Mr. Mellen is not 
responsible for everything, but I intend hereafter to bring 
out the explanatory facts.” 

George H. Hansel, Thorne’s confidential man, who 
drew checks for the operations in the Westchester and 
Millbrook deals, said he had given the books to Miss 
Mary Long, Mr. Thorne’s stenographer. He was able, 
from memory, to account for the $8,400,000 turned over 
to Thorne by Morgan & Co. He said none of the dis- 
bursements was made on vouchers, but that the stubs 
of the checks usually indicated for what purpose the 
money was paid out. 








PACIFIC NORTHWEST DEMURRAGE. 
The statement for March of the Pacific Northwest 
Demurrage Bureau shows the following: Cars reported, 


99,089; cars held overtime, 5,565; uncollected, February 


“8, $25,857.10; 
$11,258. 


charged for March, $10,403; collections, 
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RAILROADS KEEP WATER LINES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 

The Interstate Commerce Commission has adopted 
the following as a conference ruling in the matter of the 
applications by railroads owning water carriers: 

“Section 5 of the Act, as amended by the Panama 
Canal Act, prohibits common carriers subject to the Act 
to have, after July 1, 1914, any interest, directly or indi- 
rectly, in any common carrier by water, or any vessel 
carrying freight or passengers, with which said carrier 
does or may compete for traffic. 

“The manifest purpose of this law is to bring about 
discontinuance of common ownership or control of water 
carriers except in those instances in which, after in- 
vestigation and hearing, it is found that such operation 
is in the interest of the public, or of advantage to the 
convenience and commerce of the people, and neither 
excludes, prevents, nor reduces competition on the route 
by water. The Act does not in specific words authorize 
the continuance of such common ownership or control 
beyond July 1, 1914, pending decision of the Commission 
on application relative thereto, but it is provided that 
any application filed before July 1, 1914, may be consid- 
ered and granted thereafter. It is not conceivable that 
the Congress intended that the service should be with- 
drawn from the public on July 1, 1914, if for good and 
sufficient reasons it had been impossible for the Com- 
mission to determine the questions presented in the ap- 
plication before that date. Although the language em- 
ployed is different, it seems that the legislative intent 
was similar to that expressed in the amended fourth 
section of the Act, and in the safety appliance acts. The 
Commission, therefore, interprets the amendment to sec- 
tion 5 of the Act as contemplating and authorizing a 
continuance of any existing common ownership or con- 
trol after July 1, 1914, between rail and other carriers 
and water carriers not traversing the Panama Canal until 
such time as the Commission has passed upon the ap- 
plication relative thereto, provided such application is 
filed with the Commission prior to July 1, 1914. 





OFFICIAL CLASSIFICATION 





The Official Classification Committee announces the 
following change in its plan for hearings on proposed 
classification changes: 


“Formal requests for change in the provisions of the 
Official Classification are considered by the Official Clas- 
sification Committee at its regular meetings and for the 
information of the public these requests for change are 
published in printed dockets which show the present 
classification and the suggested change, with a complete 
index of the subjects to be considered. 

“These dockets will hereafter be issued quarterly 
and will be mailed to docket subscribers prior to the 
public hearings of the committee and as’ promptly after 
the closing date of the docket as possible. 

“Meetings of the committee and hearings for the 
public will be scheduled for dates early in the months 
of March, June, September and December, and subjects 
to be considered at the respective meetings will be dock- 
eted if received by the chairman not later than the first 
day of February, May, August and November. 

“Frequent reissues of the classification, followed by 
the necessary supplements, will be made, as heretofore.” 



























































LEGAL DEPARTMENT 





Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 

In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure a written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Express Charges on Duplicate Shipments. 


MasSachusetts.—“‘We made a shipment in January to 
our San Francisco branch, a minimum car of goods for 
Easter sale; the car was routed via New York and the 
A. B. Steamship Co.; the car was lost in New York yards 
for forty-five days (having made good time to New York), 
missing several A. B. Steamship Co.’s sailings. When goods 
did not arrive on the second and third sailing boats, our 
branch requested us to trace; after several wires were 
exchanged, the car was located in New York, then for- 
warded to destination, but arrived too late for sale of 
Easter goods. It was necessary for us to ship a portion 
of these goods by express at a cost of several hundred dol- 
lars. Are we entitled to enter claim for express charges, 
if not, have we any basis for claim?” 

The courts have generally held that the damages for 
delay in transportation shall be computed by the differ- 
ence between the market value when the goods should 
have arrived, and the value at the time of their delivery, 
without deduction for freight charges, unless special dam- 
ages are claimed. But when transportation of goods are 
to be hastened for use in business at destination at a 
particular time, and the carrier unreasonably delays their 
transportation, the owner cannot recover for the loss of 
their use during the delay, or the profits which he would 
thereby have made if they had been seasonably delivered, 
unless he alleges and proves that the carrier at the time 
the contract for transportation was made was informed 
of the special use to which they were to be put, so that 
the carrier by accepting the goods for transportation can 
be fairly chargeable with having assumed the risks of care 
and expedition in transporting the goods for a certain 
market. 

The courts have also generally held that the owner 
cannot collect from the carrier the amount of freight or 
express charges paid on a duplicate shipment sent in 
place of a lost or damaged shipment. But the Interstate 
Commerce Commission has taken a modified view of this 
subject. In the case of Larkin Co. vs. Erie & Western 
Transportation Co. et al., 24 J. C. C. 645 (The Traffic 
World, Aug. 10, 1912, page 258), the Commission indicated 
that carriers should provide in their tariffs that where an 
article is lost, and a duplicate shipment is made, that the 
carrier should transport the second shipment of the same 
kind to take the place of the first without any additional 
transportation charges, But whether the same ruling would 
be made when the shipment is merely delayed in transit 
instead of lost, and where the duplicate shipment is sent 
by express, instead of by freight, are mooted questions. 
It seems to us that in principle there should be no dis- 
tinction made between lost and delayed shipments—al- 
though we accept the rule that the owner cannot abandon 
delayed shipments—and, further, that if through the fault 
of the carrier a shipment required for a particular market 
is delayed beyond the time that it could be used for that 
market, that the owner may resort to the quicker, even 
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though more expensive, mode of transportation for the 
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purpose of securing a seasonable delivery. 
* * * 

Carrier’s Liability on Valuation Excessively Declared. 
lowa.—“Kindly advise through your column in The 
Traffic World the amount an express company is liable 
for on a shipment on which the declared value was $25, 
but on which the actual commercial value would not ex- 
ceed $6 or $7. The shipper in making this declaration 
considered same as being worth $25 to him, as he prized it 
very highly as an old possession, but the question is, can 
the express company be expected to pay for sentiment?” 

It is well settled that the owner of goods and the 
carrier may fix a value on the goods beyond which the 
carrier, in the event of loss, will not be liable. But the 
agreement fixing the value, in order to be conclusive on 
the carrier, must be bona fide and the value reasonable 
When the agreed value is out of harmony with the ordi- 
nary value of similar kinds of geods as to indicate that 
the question of value did not in fact enter into the agree- 
ment, it would be of no binding force. Ordinarily articles 
of extraordinary value are carried under special contract, 
and by ruling of the Commission in the matter of ex- 
press rates, practices, accounts and revenues of express 
companies it is required that this be done. In the Adams 
Express Co. vs. Croninger case, 226 U. S. 491 (The Traffic 
World, Jan. 18, 1913, page 163), the court held that it 
was not conformable to plain principles of justice that a 
shipper may understate the plain value of his property for 
the purpose of reducing the rates and then recover a 
larger value in case of loss. It would seem that the con- 
verse of this proposition is equally true, and that is, a 
shipper may not place a sentimental value on the article 
shipped, greatly in excess of its market value, and thus 
place an extraordinary risk upon the carrier without its 
knowledge or consent. Especially is this true if the higher 
value on the goods does not entitle the carrier to in- 
creased remuneration for the additional risk in carrying 

In rule 295, Conference Rulings Bulletin 6, the Com 
mission held that the value stated should correspond wit! 
the actual value, but under rule 118 IBID, without pass 
ing upon the carrier’s liability in case of loss, held, that 
the carriers should collect charges on an excessive valua 
tion placed upon a dog instead of its actual value. 

* ca 7 

What Constitutes Delivery in Order Consignments. 

Michigan.—‘We would be pleased to have you advise 
us if a delivery made as follows would be considered as 
a conversion: We made shipment from Station “A,” ove 
route “B,” to station “C.”. When car arrived at statior 
“C” the same was switched to another line to be delivered 
on tracks that reached consignee’s warehouse. The ca! 
was billed to order. Would the same be considered as 
delivery?” 

When the bill of lading is made out to shipper’s o! 
der, any delivery of the goods to the consignee, or to th¢ 
drawee of a draft when attached, before the carrier has 
obtained possession of the bill of lading, is a wrongfu! 
delivery, and the carrier will be liable to either the shi 
per or the holder of the draft as for a conversion. 
the Uniform Bill of Lading there is a stipulation that t! 
surrender of the order bill of lading, properly endorse 
shall be required before the delivery of the property. |! 
therefore, this was not required by the carrier in th 
shipment in question, or the instructions were to mak 
delivery at station “C,” when the shipment was, in fa 
tendered at some other place, a legal delivery was 1’ 
effected, unless the carrier can show that it was cu 
tomary for the consignee to receive at his warehouse a!! 
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shipments billed to station “C,”’ and that no specific 
instructions to the contrary were given concerning the 
shipment in question. 
* * * 
Delivery at Non-Agency Stations. 

Rhode Island.—“On March 5, 1913, we made an L. C. L. 
shipment to a prepaid station called ‘Ford River, Mich.;’ 
nineteen days later we requested initial carriers to divert 
to Wyandotte, Mich, All trace of shipment was lost, and 
we entered claim for same. The carriers now inform us 
that shipment was delivered as originally consigned on 
April 21, 1913. Consignee, however, maintains non-deliv- 
ery, but the carriers allege that delivery at this station 
consisted of unloading by the train crew in passing, ex- 
plaining that freight is only accepted at non-agency sta- 
tions under these conditions, and that such record of un- 
loading constitutes actual delivery. Kindly advise if you do 
not consider our claim in order.” 
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The consignor of goods being transported by a car- 
rier has the right to have his consignment, while in 
transit, diverted at any intermediate point, if instructions 
are received before the goods reach the stopping point 
from which a diversion is sought. Failure to do so is 
equivalent to a conversion. Not so, however, if the con- 
signor is no longer the owner, or the shipment has passed 
the diversion point when instructions were furnished. 

Delivery at non-agency stations is effected by safe and 
proper unloading at that point, after which the carrier 
is not liable for whatever loss or damage might occur 
to the shipment. At such stations, the consignee should be 
present at time of arrival of shipment to receive and 
check the same, See Section 5 of the Uniform Bill of 
Lading, and also our answer to Iowa, entitled “Responsi- 
bility of Carrier in Delivery at Non-Agency Stations,” ap- 


pearing on page 1005 of the May 3, 1913, issue of The 
Traffic World. 





Note.—Items in the Docket marked with an asterick (*) are 
new and have not been carried in the publication during the 
preceding week. 





May 2—Columbus, O.—Examiner Gerry: 
6749—Cruikshank & Robinson vs. P. R. R. Co. 
May 2—Evansville, Ind.—Examiner Hines: 
§968—Maley & Werte vs. L. & N. R. R. Co. 
May 2—Hearing at Washington, D. C.: 
Analysis of operating expenses with respect to freight and 
passenger service. 
May 2—St. Louis, Mo.—Examiner McKenna: 
6401—Cal Hirsch & Sons Iron and Rail Co., vs. N. Y. N. H. 
& H. R. R. Co. et al. 
6470—Herthold & Jennings Lumber Co. vs. Ala., Tenn & No. 
Ry. Co, et al. 
May 4—Pittsburgh, Pa.—Examiner Butler: 
6325—B. McCracken & Son vs. B. & O. R. R. Co. et al. 
6467—Herb Bros. & Martin vs. Wabash R. R. Co. et al. 
— ee Metal Bed Co. vs. N. Y. C. & H. R. R. R. 
0. et al, 


May 4—St. Louis, Mo.—Examiner Pattison: 
1. & S. 11—So far as that is applicable to the Deering South- 
western Ry. 
May 4—Nashville, Tenn.—Examiner Hines: 
4905—Blanton W. Burford et al. vs. L. & N. R. R. Co. et al. 
Oe nee, Ill.—Examiner Gerry: 
5” tetas Hill Coal Co. et al. vs. B. & O. S. W. R. R. Co. 
et al. 
May 4—St. Louis, Mo.—Examiner McKenna: 
6295—Milliken Refining Co. vs. M. K. & T. Ry. Co. 
oe City Roofing Tile Co. vs. B. & O. S. W. R. R. Co. 
et al. 
6498—Funck Lumber Co. vs. B. & O. S. W. R. R. Co. et al. 


May 4—Hearing of Docket 6295. Milliken Refining Co. vs. M. K. 
& T. Ry. Co., now assigned before Examiner McKenna at St. 
Louis, Mo., is postponed to a date to be hereafter fixed. 

May 4—New York, N. Y.—Examiner Watkins: 

6707—New York Mercantile Exchange et al. vs. B. & O. R. R. 
Co. et al. 

May 4—Washington, D. C.—Examiner Brown: 

6 Mixed Car Dealers’ Assn. vs. D. L. & W. R. R. Co. et al. 

May 4—St. Louis, Mo.—Examiner Pattison: 

|. & S. 11—So far as that is applicable to the Deering South- 
western Ry.. Sibley, Lake Bisteneau & Southern Ry. Co. and 
the complaint of Wisconsin Lumber Co. against Louisiana 
& Pine Bluff Ry. et al. 
May 5—Nashville, Tenn.—Examiner Hines: 
1. & S. 415—Lumber to Nashville, Tenn. 
May 5—Rochester, N. Y.—Examiner Butler: 
6608—Birkett Mills vs. N. Y. C. & H. R. R. R. Co. et al. 
May 5—Chicago, Ill—Examiner Gerry: 
aa and Paper Mfrs. Traffic Assn. vs. D. S. S. & A. 
et al. 
May 5—Rochester. N. Y.—Examiner Butler: 
Birkett Mills vs. N. Y. C. & H. R. R. R. et al. 
May 5—St. Louis, Mo.—Examiner McKenna: 
6541—Commercial Acid Co. vs. Til. Cent. R. R. Co. et al. 
6655—John Jacob Astor vs. St. L. & S. F. R. R. Co. et al. 
6699—Richardson Lubricating Co. vs. A. T. & S. F. Ry. Co. 
et al. 


May 6—Hearing of Docket No. 6626, Omaha Grain Exchange vs. 
Cc. B. & Q. R. R. Co. et al., now assigned before Examiner 
Berry at Omaha, Neb., is cancelled. 

Mey fae. N. Y.—Examiner Butler: 

1—A. Wyckoff & Sons Co. vs. C. & O. Ry. Co. et al. 
6432—Asa Wilcox vs. Fla. E. C. Ry. Co. 

May 6—Richmond, Va.—J. Edgar Smith: 

6518—Cephas N. Stacy vs. Sou. Ry. Co. et al. 

6658—Virginia Caro Chemical Co. vs. A. C. L. R. R. Co. et al. 
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May 6—Omaha, Neb.—Examiner Berry: 

6626—Omaha Grain Exchange vs. C. B. & Q. R. R. Co. et al. 
May 6—Chicago, Il]—Examiner Gerry: 

6698—Western Clock Co. vs. C. B. & Q. R. R. Co. et al. 


May 6—Oral argument at Washington: 
6052—Judd & Detweiler vs. B. & O. R. R. Co. et al. 
6058—O. J. DeMoll & Co. et al. vs. Sou. Ry. Co. et al. 
6140—Philadelphia Team Owners’ Protective Assn. et al. vs. 
P. & R. Ry. Co. et al. 
May 6—St. Louis, Mo.—Examiner McKenna: 
eee SS ene-aeey Clay Products Co. vs. Mo. Pac. Ry. Co 
et al. 
6546—Ozark Fruit Growers’ Assn. vs. U. S. Express Co. et al, 
|. & S, 366—Lumber rates from Thebes, Il 
1. & S. 390—Gypsum rates from Winslow, Ariz. 


May 6—Boston, Mass.—Examiner Watkins: 
1. & S. lass and commodity rates from stations in the 
State of Maine. 
May 7—Charlotte, N. C.—Examiner J. Edgar Smith: 
R. E. & C. E. Mason vs. S. A. L. Ry. Co. et al. 
6651—City of Rock Hill, S. C., vs. Sou. Ry. Co. 
Fourth Section Application No. 1548 of the Sou. Ry. to be 
heard in connection with Docket No. 6651. 
May 7—Ft. Smith, Ark.—Examiner Pattison: 
6409—W. J. Echols & Co. et al. vs. Ahnapee & Western Ry. 
Co. et al. 
May 7—Chicago, Ill—Examiner Gerry: 
6700—Goodwillie Bros. vs. M. St. P. & S. S. M. Ry. Co. et al. 
6411—J. C. Shafer & Co. vs. Ill. Cent. R. R. Co. 


May 7—Oral argument at Washington: 
6420—G. B. Merrill & Bro. vs. Sou. Ry. Co. et al. 
oa England Coal and Coke Co. vs. N. & W. Ry. Co. 
et a 
6227—Hall & Legam Lumber Co. ys. Sou. Ry. Co. 
6318—Grain and Hay Exchange of Pittsburgh vs. Pa. Co. et al. 
May 8—Chicago, Ill.—Examiner Gerry: 
6356—City Ice and Supply Co. vs. C. & N. W. Ry. Co. et al. 
May 8—Hearing of Docket No. 6444, Carthage Sulphite Pulp and 
Paper Co. et al. vs. N. Y. C. & H. R. R. R. Co. et al, now 
assigned before Examiner Butler at Watertown, N. Y., is 
cancelled and the case reassigned for hearing before Exam- 
iner Butler at Carthage, N. Y., Rooms 5, 6, Strickland Bldg. 


May 8—Chicago, Ill.—Examiner Gerry: 
6422—Consumers Co. vs C. & N. W. Ry. Co. et al 
6567—Hygienic Ice Co. vs. C. & N. W. Ry. Co. et al. 


May 8—Oral argument at Washington: 
6154—S,. J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
6155—S. J. Greenbaum Co. vs. B. & O. R. R. Co. et al. 
6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 
6492—Brush Creek Mining and Mfg. Co. et al. vs. L. & N. 
R. R. Co. et al. 
6392—Knight Woolen Mills vs. C. & N. W. Ry. Co. et al. 
May 8—Omaha, Neb.—Examiner Berry: 
6688— maha Grain Exchange vs. C. & A. R. R. Co. et al. 


May 8&—Watertown, N. Y.—Examiner Butler: 
6444—Carthage Sulphite Pulp and Paper Co. et al. vs. N. Y. 
Cc. & H. R. R. R. Co. et al. 
May 8—Kansas Citv, Mo.—Examiner McKenna: 
her Naan Vitrified Brick Co. vs. C. B. & Q. R. R. Co. 
et al. 
6597—C. W. Hull Co. vs. C. B. & & Q. R R. Co. et al. 
l. & S. 227—Kansas-Iowa brick rates. 


May 8—Washington, D. C.—Examiner Thurtell: 


Fourth Section Application No. 8835, filed by R. H. Countiss, 
agent, on behalf of certain transcontinental carriers. asks 
authority to establish a rate of 46 cents per 100 pounds on 
beet and cane sugar in carloads from San Francisco and 
other points in California to Chicago, Ill. A protest against 
the allowance of this application having been filed with the 
Commission by C. C. McCain, agent, on behalf of various 
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railways operating between New York, Philadelphia and 
Boston on the one hand and Chicago on the other, a hearing 
will be held-respecting the reasonableness and lawfulness 
of the proposed rates. 

May 9—Texarkana, Ark.—Examiner Pattison: 

1. & S. 312—Rates on fencing and fencing material from An- 
derson and other points in Indiana to Texarkana, Arkansas- 
Texas and other points. 

May 9—Sumter, S. C.—Examiner J. Edgar Smith: 

6721—L. W. Radina & Co. vs. Sou. Ry. et al. 
May 9—Schenectady, N. Y.—Examiner Butler: 

6679—Streever Lumber Co, vs. C. M. & St. P. Ry. Co. et al. 
May 9—Chicago, Ill—Examiner Gerry: 

6508—Clinton Coal Co. vs. C. T. H. & 9. E. Ry. Co. et al. 

re & Orendorff Co. vs. C. C. C. & St. L. Ry. Co. 
et al. 

May 9—Oral argument at Washington: 
6271—Monch Coal Co. et al. vs. C. & E. I. R. R. Co. et al. 
6468—Southern Hardwood Traffic Bureau vs. Ill Cent. R. R. 


Co, et al. 
May 11—Hearing of Docket No. 5384, Stephen & Gerrard vs. 
Montpelier & Well River R. R. Co. et al., now assigned for 


hearing before Examiner Butler at Barre, Vt., is cancelled 
and the case reassigned for hearing before Examiner Butler 
at Montpelier, Vt. 

May 11—Columbia, S. C.—Examiner J. Edgar Smith: 
56—Columbia Chamber of Commerce vs. Sou. Ry. Co. et aL 


May 11—Barre, Vt.—Examiner Butler: 

$384—Stephen & Gerrard vs. Mont. & W. R. R. R. Co. et al. 

May 11—Docket No. 6417, Excello Feed Milling Co. vs. Nor. Pac. 
Ry. Co. et al, now assigned before Examiner McKenna at 
Kansas City, is cancelled, 

May 11—Memphis, Tenn.—Examiner Pattison: 

6455—Green River Lumber Co. et al. vs. St. L. I. M. & S. Ry. 
Co. et al. 

May 11—Chicago, Ill—Examiner Gerry: 

6321—Albert Miller & Co. vs. C. & N. W. Ry. Co. et al. 

6477—Albert Miller & Co. vs. Wabash R. R. Co. et al. 

1. & S. 382—Cement rates from Mason City, Ia., to Beach, 
N. D. 

May 11—Kansas City, Mo,—Examiner McKenna: 

6197—A. McCarthy & Co. vs. A. T. & S. F. Ry. Co. 

6417—Excello Feed Milling Co. vs. Nor. Pac. Ry. Co. et al. 

6320—Clarence E. Walker vs. Mo. Pac. Ry. Co. et al. 
6638—Star Coal Co. vs. St. L. lL M. & Sou. Ry. Co. et al 

May 11—Hearing of Docket 6197, A. McCarthy & Son vs. A. T. 
& 8S. F. Ry. Co., assigned before Examiner McKenna at 
Kansas City, Mo., is cancelled. 

Hearing of Docket 6132, Texas Co. vs. C. & N. W. Ry. Co., 
assigned before Examiner Gerry at Chicago, IIL, is also can- 
celled. 

May 11—Philadelphia, Pa.—Examiner Brown: 

6333—International Paper Co. vs. D. & H. Co. et al. 

May 11—Kansas City, Mo.—Examiner McKenna: 

6461—Brodnax & McLiney, vs. St. L. & S. F. R. R. Co. et al. 

May 11—St. Paul, Minn.—Examiner Watkins: 

1. & S. 401—Rates on potatoes to stations in Missouri, Arkan- 
sas and Oklahoma. 

1. & S.-406—Freight rates between points in Minnesota via 
interstate routes and between points in Minnesota and other 
states. 

May 12—Hearing of Docket 6349, Peet Bros. Mfg. Co. vs. IIl. 
Cent. R. R. Co. et al., now assigned before Examiner Mc- 
Kenna at Kansas City, Mo., has been postponed to a date 
to be hereafter fixed. 

May 12—St. Paul, Minn.—Examiner Watkins: 

1. & S. 408—Cement rates between points in Illinois and points 
in Minnesota and other states. 

|. & S. 412—Beer and other malt products between stations in 
Iowa and South Dakota and points in Minnesota and Wis- 
consin. 

May 12—Chicago, Ill—Examiner Gerry: 

6454—Aetna Powder Co. vs. Wabash R. R. Co. et al. 

6185—Northern Central Coal Co. vs. Wabash R. R. Co. et al. 

May 12—Kansas City, Mo.—Examiner McKenna: 

6102—R. W. Gess Commission Co. vs. St. L. & S. F. R. R. Co. 
et al. 

6349—Peet Bros. Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 

6418—Peycke Bros. Commission Co. vs. C. R. I. & P._ Ry. Co. 
et al. 

May 13—Worcester, Mass.—Examiner Butler: 
6059—Borcross-West Marble Co. vs. Rutland R. R. Co. et al. 
May 13—Hearing of Docket 5461, Brodnax & McLiney vs. St. L. 

& S. F. R. R. Co. et al., now assigned before Examiner Mc- 
Kenna at Kansas City, Mo., is cancelled and the case re- 
assigned for hearing before Examiner McKenna at Kansas 

City, Mo., May 11. 

7 13—Philadelphia, Pa.—Examiner Brown: 

6917—G. B. Markle & Co. vs. L. V. R. R. Co. et al. 

May 13—Cincinnati. O.—Examiner Pattison: 
6336—Cincinnati Team Owners’ Assn. et al. vs. B. & O. R. R. 

Co. et al. 

May 13—Chicago, Ill.—Examiner Gerry: 
6351—Dr. W. P. Cutler vs. Wabash R. R. Co. et al. 

6528—D. Friedlander & Co. vs. C. M. & St. P. Ry. Co. 
6681—Armour Grain Co. vs. Ill. Cent. R. R. Co, 

May 13—Oral argument at Washington: 
6170—Decatur Navigation Co. vs. L. & N. R. R. Co. et al. 
6508—Louisville Roard of Trade vs. L. & N. R. R. Co. 

May 13—Kansas City, Mo.—Examiner McKenna: 

Peter A. Fox vs. C., Gt. West. R. R. Co. et al 





6461—Brodnax & McLinny vs. St. L. & 9. F. R. R. Co. et al. 


6466—Hads Water Co. vs. A. T. & S. F. Ry. Co et al. 
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May 13—St. Paul, Minn.—Examiner Watkins: 
1. & S. 418—Coal, Illinois mines to Minnesota and Wisconsin 
points. 
May 13—Philadelphia, Pa.—Examiner Brown: 
6917—G. B. Markle Co. et al. vs. L. V. R. R. Co. 
May 14—Boston, Mass.—Examiner Butler: 
$986—Eastern Tale Co. vs, C. & E. I. R. R. Co. et al. 
6025—Asa Peck & Co. vs. N. Y. N. H. & H. R. R. Co. et an 
6136—Hartley & Co. vs. N. Y. N. H. & H. R. R. Co. 
6353—Hartley & Co. vs. N. Y. N. H. & H. R. R. Co. et al. 
May 14—Kansas City, Mo.—Examiner McKenna: 
5927—A. M. Hampton vs. M. K. & T. Ry. Co. 
May 14—Chicago, Ill—Examiner Gerry: 
6535—Lamson Bros. Co. vs. L. S. & M. S. Ry. Co. et al. 
6563—Rumsey & Co. vs. C. & N. W. Ry. Co. et al. 
May 14—Kansas City, Mo.—Examiner McKenna: 
6163—Foster Lumber Co. vs. M. K. & T. Ry. Co. et al. 
6586—Foster Lumber Co. vs. K. C. Sou. Ry. Co. et al. 
6557—Schreiber Hay and Grain Co. vs. C. B. & Q. R. R. Co. 
May 14—Oral argument at Washington: 
7 a Live Stock Exchange et al. vs. LL & N. 
. R. et al. 
§$300—Corporation Commission of Oklahoma et al. vs. A. T. & 
9. F. Ry. et al. 
sar ica amma Commercial Club vs. T. & N. O. R. R. Co. 
et al. 
May 15—Philadelphia, Pa.—Examiner Brown: 
6114—Geo. M. Spiegle & Co. et al. vs. Sou. Ry. Co. 
May 15—Boston, Mass.—Examiner Butler: 
6122—American Motor Co. vs. N. Y. N. H. & H. R. R. Co. 


et al. 


6501—International Purchasing Co. vs. St. L. & S. F. R. R. 
Co. et al. 

6589—Boston Woven Hose and Rubber Co. vs. B. & A, R. R. 
Co. et al 


May 15—Chicago, Ill—Examiner Gerry: 
6132—Texas Co. vs. C. & N. W. Ry. Co. 
6146—Wait Talcott vs. Sou. Pac. Co. 
6539—Goodhart-Hattman Co. vs. Sou. Pac. Co. et al. 

May 15—Kansas City, Mo.—Examiner McKenna: 
|. & S. 372—Potato rates in Western Classification territory. 
|. & S. 373—Grain rates from St. Paul, Minn. 


May 15—Oral argument at Washington: 
6180—Board of Trade of Kansas City, Mo., vs. St. L. & S. F. 
R. R. Co. et al. 
May 15—Oral argument at Washington, D. C.: 
3243—Sioux City Terminal Elevator Co. et al. vs. C. M. & St. 
P. Ry. Co. et al 
May 15—Philadelphia, Pa.—Examiner Brown: 
6114—Geo. M. Spiegle & Co. et al. vs. Sou. Ry. Co. 
May 16—Chicago, Ill—Examiner Gerry: 
4788—Central Commercial Co. vs. L. & N. R. R. Co. 
at Sai Iron and Steel Co. vs. Ind. Harb. Belt R. R. Co. 
et al. 
6179—Mogul Motor Truck Co. vs. C. B. & Q. R. R. Co. 
May 16—Boston, Mass.—Examiner Butler: 
l. 6 > 417—Rates on paper between stations on B. & M. 
RB. KR. 
May 16—Kansas City, Mo.—Examiner McKenna: 
1. & §S. 384—Class and commodity rates between Missouri 
River points and points in Missouri. 
May 16—Oral argument at Washington: 
6350—Pacific Navigation Co. vs. Sou. Pac. Co. et al. 
6366—Big Basin Lumber Co. et.al. vs. Sou. Pac. Co. et al 
May 16—Hearing of I. & S. Docket 384, class and commodity 
rates between Missouri River points and points in Missouri, 
now assigned before Examiner McKenna at Kansas City. 
Mo., is cancelled. 
May 18—Providence, R. I—Examiner Butler: 
6097—Providence Fruit and Produce Exchange vs. N. Y. C. 
& H. R. R. R. Co. 
ee Fruit and Produce Exchange vs. P. R. R. 
20. et al. 
6395—Providence Fruit and Produce Exchange vs. American 
Express Co. et al. 


May 18—Chicago, Ill.—Examiner Gerry: 
6178—T. C. Kennedy vs. N. Y. C. & H. R. R. R. Co. et al. 
6289—Brunswick-Balke-Collender Co. vs. C. Gt. West. R. R. 


Co. et al. 


May 18—Kansas City, Mo.—Examiner McKenna: 
1. & S. 402—Westbound transcontinental rates on buckwheat 


and corn flour. 


May 18—Sioux Falls, S. D.—Examiner Watkins: 
1. & S. 409—Live stock rates from points in Colorado, South 
Dakota and other states to Omaha, Neb., and other points. 
|. & S. 6689—State of South Dakota et al. vs. Ahnapee & 
West Ry. Co. et al. 
1. & S. 6690—State of South Dakota et al. vs. Alabama & 
Vicksburg Ry. Co. et al. 
Fourth Section Applications Nos. 2860 and 2880 of the C. M. & 
St. P. Ry. 
May 19—Sioux Falls, S. D.—Examiner Watkins: 
|. & S. 374—Rates on malt from Sioux Falls, S. D. 
|. & S. 375—Rates on hogs from Sioux Falls, S. D. 
6772—Turner Creamery Co. vs. C. M. & St. P. Ry. 
6077—Charles W. Farrell vs. C. M. & St. P. Ry. Co. et al. 
May 19—Chicago, Ill—Examiner Gerry: 
Barnes Grocery Co. vs. St. L. L. M. & Sou. Ry. Co. et al 
6147—B. Heller & Co. vs. A. T. & S. F. Ry. Co. 
6149—Obion Hardware Co. et al. vs. C. 1. & S. R. R. Co. et al 
May 19—New Haven, Conn.—Examiner Butler: 
$371—James B. Shaw vs. Rutland R. R. Co. et al. 
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May 19—Keokuk, Ila.—Examiner McKenna: 
6291—W eber-Kirch Mfg. Co., vs. C. B. & Q. R. R. Co. et al. 
May 20—Chicago, Ill._—Examiner Gerry: 
7 a Pleasant Fertilizer Co. vs. N. O. & N. E. R. R. 
‘Oo. et al, 
3130—Stearns & Culver Lumber Co. vs. L. & N. R. R. Co. 
et al. 
May 20—Washington, D. C.—Commissioner Meyer: 
6370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 
May 20—Chicago, Ill—Examiner Gerry: 
Fourth Section Applications, Numbers: 
799—St. L. & S. F. R. R. Co. 
2138—M. & O. R. R. Co. 
602—New Orleans & Northeastern R. R. Co. 
1548—Southern Ry. Co. 
461—Alabama & Vicksburg Ry. Co. 
458—N. C. & St. L. R. R. 
1952—L. & N. R. R. Co. 
In connection with 
6340—Mount epee Fertilizer Co. vs. N. O. & N. E. R. R. 
Co, et al. 


May 20—New York City—Examiner Butler: 
6399—Lehigh Valley Coal Sale Co. vs. L. V. R. R. Co. 
oe specsmalee & Hasslacher Chemical Co. vs. C. & O. Ry. 
et ; 
6416—McArthur Bros. Co. vs. El Paso & S W. 
6500—Bayway Chemical Co. vs. C. R. R. of N. J. et al. 

May 20—Hearing of Docket No. 6340, Mt. Pleasant Fertilizer Co. 
vs. N. O. & N. W. R. R. Co. et al., now assigned before 
Examiner Gerry at Chicago, Ill, is postponed to a date to 
be hereafter fixed. 

May 20—Des Moines, Ila.—Examiner McKenna: 

6188—Marshall Oil Co. of Iowa vs. A. T. & S. F. Ry. Co. et al 
6621—Rath Packing Co. vs. Ill. Cent. R. R. Co. et al. 
6452—Humane Remedy Co. vs. C. Great West. R. R. Co. et al 


May 21—Hearing of Docket No. 6697, Chas. M. Biskie vs. N. Y. 


N. H. & H. R. R. Co. et al, now assigned before Examiner 
Butler at New York, is postponed to a date to be here- 
after fixed. 


May 21—Chicago, Ill—Examiner Gerry: 
6212—Omaha Packing Co. vs. C. M. & St. P. Ry. Co. et al. 
6164—Swift & Co. vs. A. T. & S. F. Ry. Co. et al. 
6680—Swift & Co. vs. S. A. L. Ry. Co. et al 
May 21—Hearing of Docket No. 5704, Geo. R. Gregg & Co. Vs. 
N. Y. Cc. & H. R. R. R. Co. et al., now assigned before Ex- 
aminer Butler at New York, N. Y., is postponed to a date 
to be hereafter fixed. 
May 21—Des Moines, Ia.—Examiner McKenna: 
6251—Louden Machinery Co. vs. A. T. & S. F. Ry. Co. et al. 
6499—-Ciesler & Co. vs. A. T. & S. F. Ry. Co et al 
— Moines Poultry and Butter Co. vs. C. & N. W. Ry. 
oO. 


May 21—New York City—Examiner Butler: 
Cee Fersinson Coke and Coal Co. vs. N. Y. C. & H. R. R. 
o, et al. 
6697—Charles M. Biskie vs. N. Y. C. & H. R. R. R. Co. et al. 
6704—Geo. R. Gregg & Co. vs. N. Y. C. & H. R. R. Co. et al. 


May 22—Chicago, Ill.—Examiner Gerry: 
6748—Wilcox Co. vs. C. & N. W. Ry. Co. 


May 22—Philadelphia, Pa.—Examiner Butler: 
5939—J. S. Wentz & Co. vs. L. V. R. R. Co. et al 
5948—Robert G. Kay vs. Dry Fork R. R. Co. et al. 
6994—Chas. Warner Co. vs. D. L. & W. R. R. Co. et al. 


May 22—Chicago, Ill—Examiner Gerry: 
6550—Frost Mfg. Co. vs. A. T. & S. F. Ry. Co. et al 
6683—-Southern Wisconsin Sand Gravel Co. vs. C. & N. W. 
Ry. Co. 

May 23—Hearing of Docket No. 6610, De Level Separator Co. vs. 
N. Y. C. & H. R. R. R. Co. et al., now assigned before Exam- 
iner Gerry at Chicago, IIL, is cancelled. 

May 23—Ft. Dodge, la.—Examiner McKenna: 

6285—Plymouth Clay Products Co. vs. Ft. Dodge, D. M. & So. 
R. R. Co. et al. 

May 23—Chicago, Ill—Examiner Gerrv: 

6263—W. W. Barnard Co. vs. C. & N. W. Ry. Co. et al. 

6548—Squire Dingee Co. vs. C. & N. W. Ry. Co. et al. 

6610—Delaval Separator Co. vs. N. Y. C. & H. R. R. R. Co. 
et al. 

4676—Broderick & Bascomb Rope Co. vs. C. R. I. & P. Ry. Co. 
et al. 

Fourth Section Application No. 629. 


May 23—Philadelphia, Pa.—Examiner Butler: 
6415—Du Pont de Nemours Powder Co. vs. WabashR. R Co. 
et al. 
§6022—Du Pont de Nemours Powder Co. vs. L. & N. R. R. 
6200—Du Pont de Nemours Powder Co. vs. Lexington & East 
Ry. Co, 

May 25—Hearing of Docket No. 6506, Mixed Car Dealers’ Assn., 
vs. D. L. & W. R. R. et al., now set for May 4 at Washing- 
ton, D. C., is continued to May 25 at Washington, D. C., be- 
fore Examiner Brown, 

May 25—Mason City, Ia.—Examiner McKenna: 

6481—Jacob E. Decker & Sons vs. Minn. & St. L. R. R. Co. 
et al. 


May 25—Philadelphia, Pa.—Examiner Butler: 

6213—Wood & Skilton vs. Sou. Ry. Co. et al. 

ons. G. Wood and E. A. Skilton et al. vs. A. C. L. R. R. 

20. et al. 

6560—Wood & Skilton vs. Wabash Sou. Ry. Co. et al. 
May 25—Chicago, Ill.—Examiner Gerry: 

6720—Swift & Co. vs. C. Gt. West R. R. Co. et al. 
6739—Swift & Co. vs. Mo. Pac. Ry. Co. et al. 

6743—Swift & Co. vs. P. R. R. Co. et al. 
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May 25—Pittsburgh, Pa.—Examiner Watkins: 
|. & S. 388—Transit privileges on grain .products at Pitts- 


burgh, Pa. 
t. > 6685—Crawford & Bunce et al. vs. P. C. C. & St. L. 
e 


May 26—Clinton, Ia.—Examiner McKenna: 
6222—F. Smith & Sons vs. C. & N. W. Ry. Co. et al. 

ome 26—Chicago, Ill.—Examiner- Gerry: 
6719—Sulzberger & Sons Co, vs. Sou. Pac. Co. et al. 
6729—F. J. Lewis Mfg. Co. vs. D. & R. G. R. R. Co. 
6733—F.. J. Lewis Mfg. Co. vs. C. R. I. & P. Ry. Co. et al. 

May 26—Philadelphia, Pa.—Examiner Butler: 
6218—Commercial Coal Mining Co. vs. P. R. R. et al. 
6313—Fill & Collins vs. P. & R. Ry. Co. et al. 
6305—Wistar, Underhill & Mixon vs. A. C. L. R. R. Co. et al. 
ee American Smelting Co. vs. B. & O. R. R. Co. 

et al. 

May 27—Chicago, Ill.—Examiner Gerry: 

ae Schoenhofen Brewing Co. vs. Pere M. R. R. Co. 
et al. 

6744—Schultz & Gowen Co. vs. C. M. & St. P. Ry. Co. et al. 
6748—Wilcox & Co. vs. C. "& N. W. Ry. Co. 

May 27—Philadelphia, Pa.—Examiner Butler: 
6397—S. F. Scattergood & Co. vs. C. M. & St. P. Ry. Co. et al 
6402—S. F. Scattergood & Co. vs. N. Y. O. & W. et al. 
6538—-S. F. Scattergood & Co. vs. L. S. & M. S. Co. et al. 
7s. Sulphur Copper and Iron Co. vs. L. & N. 

. R. Co. 

May 27—Peoria, Ill.—Examiner McKenna: 
6230—American Milling Co. vs. C. 1. & 9. R. R. Co. et al. 
6298—American Milling Co. vs. Y. & M. V.:R. R. Co. et al 


May 28—Springfield, Ill.—Examiner McKenna: 
rae Farmers’ Elevator Co. vs. C. & A. R. R. Co. 
e J 
May 28—Chicago, Ill—Examiner Gerry: 
6724—S. C. Bartlett Co. vs. C. P. & St. L. R. R. Co. et al. 
6741—S. C. Bartlett Co. vs. C. P. & St. L. R. R Co. et al. 
May 28—Philadelphia, Pa.—Examiner Butler: 
6533—Domenick Federico vs. Sou. Pac. Co. 
6702—Bangor National Slate Co. vs. L. V. R. R. Co. et al. 
a A. Cranston Lumber Co. vs. A. Cc. L. R. R. Co. 
et al. 
May 29—Chicago, IIL—Examiner McKenna: 
1. & S. 372—Potato rates in Western Classification territory. 
June 1—Toledo, O.—Examiner McKenna: 
6393—Milburn Wagon Co. vs. L. S. & M. S. et al. 
On nainne & Stephens vs. N. O. & N. E. R. R. Co. 
et al. 
June 1—St. Louis, Mo.—Examiner Gerry: 
|. & S. 184—Advances on hardwood and other kinds of lumber. 
June 1—Columbus, O.—Examiner Gerry: 
6000—Federal Glass Co. vs. C. R. L. & P. Ry: Co. 
4696—Chas. Boldt Co. vs. C. R. lL. & P. Ry. Co. 


APPLICATIONS UNDER PANAMA CANAL ACT. 
Hearings at Washington, D. C., New Willard Hotel, 10:00 a. m. 
May 6 and 7—Docket 6381. 

The Pennsylvania R. R. Co. and the Northern Central Ry. Co. 
(Erie & Western Transportation Co.). 

May 8 and 9—Docket 6616. 
Erie R. R. Co. (Mutual Transit Co. only). 


May 11 and 12—Docket 6615. 
Erie R. R. Co, (Erie R. R. Lake Line). 
May 13 and 14—Docket 6504. 
Lehigh Valley R. R. Co. (Lehigh Valley Transportation Co., 
lake line only). 
May 15 and 16—Docket 6631. 
Lehigh Valley R. R. Co. (Mutual Transit Co.). 
May 18 and 19—Docket 6570. 
The New York Central & Hudson River R. R. Co. (Mutual 
Transit Co.). : 
May 20 and 21—Docket 6573. 


The New York Central & Hudson River R. R. Co. (Western 
Transit Co.). 
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Increasing Efficiency on the Short Haul 
New devices and methods that have made good by increasing efficiency in freight handling and 


other branches of traffic work. Contributions are welcomed. —,THE T 


FIC 


WORLD will be pleased to answer inquiries concerning any 


TERMINAL FREIGHT CONGESTION 


Evil Described and a Remedy Suggested in Pape 
by Fred A. Hortter 





Fred A. Hortter, car accountant of the Boston and 
Maine Railroad System, at the April meeting of the 
Electric Vehicle Association of America in New York, 
read a paper on “The Problem of Terminal Freight Con- 
gestion and Its Solution.” The main cause of the con- 
gestion he found to be the methods of highway freight 
transportation, which, he said, had not changed in the 
last generation, though the conditions of operation have 
continually grown more complex through the increase 
in volume of freight handled. 

“From my office window,” said he, “I look out upon 
one of the principal avenues leading from the business 
district of Boston to the freight yards of the Boston and 
Maine Railroad. From my observation of the traffic on 
this highway, it has been evident to me for many years 
that the movement of freight through our city streets 
has been conducted with very little effort to systematize 
the handling of the different lots of freight in an efficient 
and economical manner. 

“To substantiate this let me cite one or two instances 
which have come to my notice which also show with what 
the railroad must contend in its effort to comply with 
the demand for efficient service. Observation of the ter- 
minal yard teaming in the B. & M. R. R. yards in Boston 
showed that in one day 10,264 horse-drawn vehicles 
handled freight to the outbound freight houses. The total 
cutward tonnage for the week amounted to but 22,416 tons, 
which showed an average horse-vehicle load of only 36/100 
of a ton each. Calculate for yourselves the efficiency of a 
5-ton unit operating under this load factor. 

“In another observation in a trucking concern hauling 
approximately 180,000 tons of merchandise annually, the 
ratio of loaded and empty mileage of the horse vehicles 
was found to be 241:143, while the actual moving time 
represented but 22.95 per cent of the total day’s work. 

“Of course these figures show the actual conditions 
studied in one city during but a comparatively short 
period. Nevertheless they indicate a lack of efficiency 
which is alarming when we consider the public has to 
pay the bills and if you will take the trouble to con- 
template with a discerning eye the methods of operation 
in any of our large cities I am satisfied that you will be 
convinced of the manifest need of application of addi- 
tional supervision, and intelligent regulation of the truck- 
ing business along the lines in which the railroads have 
worked at their handling of freight. 


Not Fair to Railroads. 


“Tt is not fair to the railroads or the public that the 
high grade of efficiency attained in one division of freight 
transportation should be handicapped by failure to im- 
prove the street transportation that occurs at each end 
of the railroad transportation, thereby causing an unnec- 
essary increase to the consumer in the cost of the com- 


device or method mentioned in this department. 


modities transported. Were you as teamsters and ship- 
pers alone concerned, that would be another matter; but 
you must remember that from the time a freight car is 
placed in the freight terinal yard for unloading the rail- 
road is at the mercy of the consignee, so far as that par- 
ticular piece of equipment is concerned. The load may 
be such as could be readily removed in a few hours’ 
time. Nevertheless, either through inadequate facilities 
for handling or because the time is not particularly con- 
venient, or possibly because the consignee considers the 
full free time allowance as his inalienable right as pre- 
scribed by the National Code of Rules, this full free time 
—and in many cases more—is consumed in unloading. In 
saying ‘in many cases more,’ I speak conservatively, for 
(to quote again from the I. C. C. report) $9,379,524 of the 
gross income of the railroads of the country in 1911 con- 
sisted of penalties received for the detention of freight 
beyond the free time limit. Do not misconstrue this as 
being a desirable source of income to the railroads, be- 
cause such is not the case. Every dollar collected for 
demurrage carries with it a loss of $2.35 in the earning 
capacity of the cars held beyond the free time limit. 
Calculated on the basis of the demurrage receipts for 
the year ending June 30, 1911, the loss to the railroads 
in the earning capacity of their freight equipment 
amounted to more than $10,482,700, above all revenues 
from demurrage. 

“The most serious aspect of the whole situation is 
the fact that the average car detention is constantly in~ 
creasing. This is evidenced by the reports for New Eng- 
land for the years 1911, 1912 and 1913, which show an 
average car detention for these years of 1.58 days per 
car, 1.63 days per car, and 1.66 days per car respec- 
tively. * * * 

Co-operation Needed. 


“In this quandary the railroads must seek the co-oper- 
ation of the business world in order that they may work 
out the problem of securing the best transportation pos- 
sible from the shipper to the consignee not only by the 
railroad but by street. 

“They have as far as possible increased their efficiency 
and reduced their costs of moving and handling freight 
to its destination and they have a right to expect that 
equal efficiency will be shown by the consignees on their 
part, but they find that while the railroad has spent enor- 
mous amounts of money and applied diligent study in its 
efforts to perfect this handling of freight, teaming through 
the streets has not progressed materially during the 
period in which the railroads have practically revolution- 
ized the entire freight-handling system. 

“Tt has been evident in past years that a multitude 
of small railroads not operated as a system cannot pro- 
duce the quality of transportation that is demanded in 
this great country in which we live. 

“The result has been to amalgamate these small lines 
into powerful systems of railroads under one management 
and as a result we have the splendid system of trans 
portation in the United States with which you all are 
familiar. However, when we consider the trucking i1- 
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dustry in our various cities, we find a multitude of team- 
ing concerns that are operating independently without any 
attempt of co-operation or a consolidation along the lines 
of greater economy or increased efficiency. 

“It is commonly said that in our large cities the team- 
sters are not making any money, but are securing a bare 
existence in their particular field of industry. When we 
consider the lost motion and waste which characterizes 
the effort of these innumerable teamsters to handle their 
traffic without co-operation with others similarly engaged, 
it is not surprising that they are not growing rich. These 
various trucking concerns perform under contract about 
60 per cent of the street haulage of freight in our larger 
cities. Most of the business houses prefer to hire this 
service because they themselves have been unable to solve 
the problem of handling it for themselves, largely because 
of failure to apply scientific study to its intricate proposi- 
tions. 

“For years, you gentlemen of the motor vehicle indus- 
try have been endeavoring to introduce modern machinery 
to replace the horse in this service and thereby produce 
a better quality of street transportation. You have not 
gone far enough. You have not endeavored to change the 
method. You have merely tried to improve the tools and 
so far you have done well; but improvement in the means 
without change in methods will go but a little way in the 
ultimate solving of the terminal freight problems. True, 
some slight advantage may be obtained, but so long as 
the efficiency of the apparatus is limited by the system 
under which it Operates, the problem is no nearer solu- 
tion than it ever was. 


The Remedy Suggested. 


“The remedy is apparent. It lies in the co-ordination 
of the railroad and highway movement of merchandise, 
and a collaboration of the railroads and the teaming in- 
terests. I have been assured by some of the leading 
transportation engineers of your association that the ac- 
complishment of this is possible, while a few years ago it 
was my privilege to review an engineering study of the 
highway freight movement in the City of Boston which 
was made by one of them. His investigations supple- 
mented those of the Metropolitan Improvement Board of 
1907, the scope of whose studies related principally to 
improvements in, and extensions of, terminals, docks and 
highways. His conclusions forcibly emphasized the neces- 
sity for some systematic method of handling this teamed 
tonnage, to accomplish which he advocated co-operation 
between the railroads and a consolidation of the truck- 
ing interests, resulting practically in an extension of 
railroad operat?#fg methods beyond their terminals. This 
plan is merely an acknowledgment of the unity of the 
terminal transportation problem, and appeared to me to 
be a logical solution of terminal freight congestion. Its 
principal advantage to the railroads lies in a train sched- 
ule system of operation and a marked reduction in the 
detention of freight on the railroad premises. 

“There is.no. reason why a powerful and efficient 
trucking organization of this nature should not only effect 
an enormous saving over present cost, but render greatly 
improved service through the employment of scientific 
and efficient methods of operation and a truck dispatching 
system worked out along the same lines as is the train 
dispatching and car distribution systems of our railroads. 

“This would prevent the use of a five-ton truck for 
carrying a small lot of freight weighing only a few hun- 
dred pounds, one or two miles across the city, by arrang- 
ing to have that truck move via a definite schedule to its 
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destination, picking up en route sufficient other parcels 
of freight to utilize to the fullest extent the carrying 
capacity of the vehicle. 


Central Clearing Stations. 

“Furthermore, an organization of this kind could prob- 
ably establish central clearing stations at convenient 
points in the business districts to which light capacity 
vehicles could be run from nearby warehouses and from 
which consolidated loads could be moved in high capacity 
trucks to the railroads and steamship terminals, bringing 
back on their return similar heavy loads of inward freight 
for redistribution from the central station. Thus we 
could secure substantially an extension of the railroad 
operating methods beyond railroad terminals. Warehouse 
to warehouse delivery is successfully carried on in 
Europe, and from the fact that over 60 per cent of our 
city freight haulage in Boston, New York and Chicago 
is done under contract with truck men it is evident that 
the business world in our large cities would welcome an 
improvement along these lines. This proposition recog- 
nizes the substantial unity of the terminal transporta- 
tion problem and the solution suggested will afford the 
railroads practically an extension of its system of opera 
tion beyond its present terminals. The efficiency of every 
transportation line is in a great measure limited by the 
adequacy of its terminal facilities. No railroad can be 
more. efficient than its terminals permit it to be. 

“Confusion or congestion in freight terminals will 
react throughout the entire transportation line using that 
terminal, hence I am confident that the solution of ter- 
minal freight congestion lies along the lines of improved 
street transportation by the trucking industries, through 
consolidation.” 


WORK ON PENSACOLA TERMINAL 


Work on the Pensacola terminal of the Gulf, Florida 
& Alabama Railway, under the direction of Vice-President 
and General Manager G. A. Berry, has been progressing 
steadily. 

The work done last fall included the dredging of 8 
channel, turning basin and slips for three piers, to a 
depth of 31 feet at mean low tide, using the material 
from the excavation for the reclaiming of 32 acres of 
land behind a bulkhead, which land is now being improved 
as a railroad yard and for general storage purposes to 
serve the piers. The general merchandise pier for perish- 
able goods, 100 feet in width by 1,225 feet in length, Is 
now under construction and will be completed some time 
this spring. Construction on the coaling dock will start 
shortly, with the expectation of having the same finished 
by September of this year, at which time the extension 
to the line, 50 miles in length, will be completed, giving 
a connection with the Southern Railway near Pine Hill, 
Ala. 





PROPOSED CANADIAN WATERWAY. 

A commission of three members has been appointed 
by the Canadian government to inquire into the eco 
nomic possibilities of the construction of a waterway 
from Georgian Bay, in Lake Huron, to a point on the 
St. Lawrence, near Montreal, more than 400 miles distant. 
It is asserted the proposed route will reduce the timé 
of passage from the head of the Great Lakes to 42 
ocean port by two days. The style of construction pro 
posed is the dam and lock system used in the Panama 
Canal. The cost is estimated at $125,000,000. Investl 
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Two Thousand Pounds 


One Minute 


Two Hundred and Fifty Feet 


Otis Inclined Elevator at Metropolitan S. S. Co. Pier, Boston, Mass. 


An average load at an average rate of speed upon an incline 
as great as 25 degrees from the horizontal | carried with one 


Otis Inclined Elevator 


And the cost is but about one-tenth of a cent per ton. 


No wonder, is it, that where the OTIS INCLINED ELEVATORS are operating—as at the 
Metropolitan S. S. Co., Boston; Detroit and Cleveland Navigation Co., Detroit; Mystic Dock, 
B. & M. R.‘R.,SBoston; Old Dominion S. S. Co., New York; Merchants’ and Miners’ Trans- 
portation Co., Savannah; Pequonnock Dock, N. Y., N. H. & H.R. R., Bridgeport; New York 
Central R. R. Docks, Weehawken, N. J., and other places—the truckmen are delighted with the 
effort saved and the officials with the time and money saved? 


Our Inclined Elevator Catalogue gives the details 
in description and illustration. Write for it. 


Otis Elevator Company 


Eleventh Avenue and Twenty-sixth St.,. NEW YORK 
600 West Jackson Boulevard, Chicago 
Offices in All Principals Cities of the Worid 


TANK CARS 


We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight’ 
TERMS REASONABLE 


KEITH CAR COMPANY 


Peoples Gas Building CHICAGO, ILL 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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gations have been conducted with reference to the engi- 
neering features of the work, which are not difficult, as 
a series of streams and lakes all but connects the two 
points now. 


TERMINAL ASSOCIATION SEEKS AID. 

The Terminal Railway Association of St. Louis is seek- 
ing the aid of manufacturers in getting a modification of 
the recent federal court ruling which limits the activities of 
the railway to handling freight delivered to it by other 
railroads. Letters have been sent out explaining the 
position of the terminal association. A strict interpreta- 
tion of the decree, asserts the letter, would prohibit the 
Terminal association from handling freight exchanged be- 
tween the 125 factories located on its tracks. 


SHIPMENT OF EXPLOSIVES. 

Supplementing regulations covering the transporta- 
tion of explosives, combustible and inflammable ma- 
terials, circulars are being issued by a number of rail- 
road lines in central states defining the rules under 
which stereopticon outtits, moving picture films and cyl- 
inders containing compressed gases must be handled. 
The shipments will be accepted, it is announced, as pas- 
senger train baggage only when duly protected and 
labeled in such a manner as to indicate the contents 
when the shipments are of an inflammable character. 
Motion picture films must bear a yellow label, cylinders 
containing non-inflammable contents must bear a green 


tag. 


FREIGHT INVESTIGATORS EMPLOYED. 

Traveling freight investigators have been placed in 
the service of the Baltimore & Ohio Southwestern and 
the Cincinnati, Hamilton & Dayton roads to assist local 
agents to keep correct records of shipments on hand and 
deliver, so far as possible, those that are received with- 
out identifying marks. The investigators devote their 
efforts to. the avoidance of claims which result from in- 
correct handling, and assist the agents and their clerical 
forces in meeting the requirements of circulars and new 
instructions, Several investigators are also employed on 
the eastern lines of the system. 


DIGEST OF NEW COMPLaiNTS 


No. 6971. Hart Bros., Saginaw, Mich., vs. Pere Marquette. 

Allege imposition of 1%c on dried beans stopped in transit 
at Saginaw from local points on the Pere Marquette is with- 
out tariff authority. Demand cease and desist order and 
reparation. 

No. 6739, Sub. 1. Swift & Co., Chicago, vs. St. L. & S. F. et al. 

Allege excessive charges for icing meats and packing house 
products while in transit from Kansas City and North Fort 
Worth, Tex., to points in Mexico. Demand cease and desist 
order and reparation. 

No. 6675, Sub. No. 1. Harmon, F. S., & Co., Tacoma, Wash., 
and elsewhere, vs. Nez Perce & Idaho R. R. Co. et al. 

Unjust and unreasonable rate on shipment of rugs, Tacoma 
to Nez Perce. Reparation demanded. 

No, 6793. Ferd Brenner Lumber Co., Cincinnati, O., and Alex- 
onereme La., v8. Morgan's Louisiana & Texas R. R. and Steam- 
ship Co. 

Against a rate of 62\c on logs, C. L., from Bear Creek and 
Golddust to Alexandria, La., as excessive, unreasonable and 
unjust. Demand a mileage rate of 2%c and reparation. 

No. 6794. Northwestern Elevator Co. et al. vs. Great Northern. 

Allege unlawful, unjust and unduly discriminatory charges 
on grain, C. L., fro mpoints in Minnesota to St. Paul, Dv- 
luth and Superior. Demand reasonable rates and reparation. 

No. 6794, Sub. 1.—Winter-Truesdell-Ames Co., Minneapolis, 
Minn., vs. Great Northern. 

Same as foregoing. 

No. 6795. Martin Cantine Co:, Saugerties, N. Y., vs. Cincinnati, 
Hamilton & Dayton et al. 

Alleges excessive carload ratings on surface coated book 
paper from points in New York to destinations in Ohio, Tli- 
nois, Missouri, Michigan and Pennsylvania. Demands cease 
and desist order and reasonable rates. 
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No. 6792. Nickey & Sons Co. et al., Memphis, Tenn., vs. Louis- 
ville & Nashville. 

Alleges unjust and unreasonable rules and requirements in 
connection with in and outbound shipments of hardwood logs. 
Demand reasonable rules and regulations on transit. 

No. 6796. San Toy Coal Co., Chicago, vs. Akron, Canton & 
Youngstown et al. : 

Alleges unjust and unreasonable rates on bituminous coal 
from San Toy, O., to Chicago, Cleveland and Toledo. De- 
mands just and reasonable rates. 

No, 6797. Standard Roofing Co., Muskogee and Tulsa, Okla., vs. 
M. K. & T. et al. 

Alleges excessive, unreasonable and unjustly discriminatory 
Cc. L. rates on building and prepared roofing paper from 
points in Illinois and Missouri to points in Missouri, Kansas, 
Arkansas and Oklahoma. Demands just and reasonable rates 
and reparaton amounting to $2,500. 

No, 6798. Nashville Lumbermen’s Club vs. L. & N. et al. 

Alleges unjust and unreasonable rates on hardwood lumber at 
Nashville on lumber originating in Tennessee, Louisiana, Mis- 
sissippi, Alabama, Florida and Georga by reason of the Ohio 
river crossings being made rate-breaking points, while Nash- 
ville is compelled to pay in and out locals. Demand reason- 
able transit privileges at Nashville. 

No. 6799. Wichita (Kan.) Business Men’s Assn. vs. A. T. & 
8S. F. et al. 

Excessive, unjust and unreasonable rates on carload ship- 
ments of iron and steel articles from Pittsburgh, Pa., Canton, 
Ohio, Chicago, Ill., and St. Louis, Mo., to Wichita, Kan., and 
in favor of dealers at Kansas City, Oklahoma City and Den- 
ver. Just and reasonable maxima rates and reparation de- 
manded. 

No. 6800. Orange Commercial Club of the City of Orange, Tex., 
vs. K. C. Sou. Ry. et al. 

Against advances in class rates between Galveston. Velasco 
and Orange, Texas, as being disastrous to the interests of the 
City of Orange. Just and reasonable maxima rates and 
reparation demanded. 

No. 6802. Wilson-Leuthold Lumber Co. vs. C. M. & St. P. et al. 

Unjust and unreasonable rates on larch lumber from Idaho 
points to Butte, Helena and Anaconda, Mont. Reasonable 
rates and reparation demanded. 


No. 6801. Best, BE. C. & Co., Minneapolis, Minn., vs. Great 
Northern. 
Reparation demanded for expense incurred in properly 


equipping cars for the shipment of potatoes from St. Paul and 
Minneapolis, said equipment not having been furnished by the 
carrier. 

No. 6801, Sub. No. 2. Best, E. C. & Co. vs, Northern Pacific. 

Same as above. 

No. 6803. Hume, G. W. & Co. et al., San Francisco, Cal., vs. 
Southern Pacific et al. 

Unjust and unreasonable refrigeration charges on fish in 
transit from California points to New York City, Jersey City, 
Philadelphia and Boston, Mass. Maxima rates and repara- 
tion demanded. 

No. 6804. Produce Distributing Co. et al., Seattle, Wash., vs. 
Southern Pacific et al. 

Excessive, unjust, unreasonable and illegal rates on ship- 
ments of melons from points in California and Arizona to 
Seattle. Wash. Cease and desist order and reparation de- 
manded. 

No. 6806. Arizona Corporation Commission vs. A. T. & §&. F. 
et al. 

Unjust and unreasonable rates on shipments of mixed car- 
loads sugar and syrup and straight carloads sugar, from ship- 
ping points in California to points of destination in Arizona. 
Cease and desist order, the establishment of lawful rates, and 
reparation demanded. 

No. 6807. Murphy Bros., New York City, vs. N. Y. C. & H. R. 

Unreasonable, unjust and arbitrary track storage charges in 
connection with hay, straw, grain and feed public team track 
deliveries. Cease and desist order and reparation demanded. 

No. 6805. Utah Junk Co., Salt Lake City and Midvale, Utah, vs 
Chicago, Peoria & St. Louis et al. 


Against a second-hand machinery rate as applied to ship- 
ments of scrap iron from East St. Louis to Midvale, Utah, as 
excessive, unjust and umreasonable. Reparation demanded. 

No. 6816. United States of America vs. Pennsylvania R. R., 
Baltimore & Ohio and the Philadelphia, Baltimore & Wash- 
ington. 

Against the rates, rules and regulations of the defendants 
whereby they exact higher rates for merchandise when de- 
livered at Philadelphia Navy Yard than when it is given 
terminal delivery at Philadelphia. Cease and desist order 
asked for, the establishment and maintenance of rates for 
transportation of structural iron and steel for export, or other 
property shipped to the Philadelphia Navy Yard, which will 
lead to the exaction of no higher rates than when delivered 
for export to the terminal of either of the carriers mentioned 
above. 

No. 6808. Axton, I. T., Dumbar, W. Va., vs. Kanawha & Mich- 
igan et al. 

Allege unjust unreasonable, extortionate, discriminatory 
and unjustly prejudicial and disadvantageous rates on glass 
bottles, C. L., from Dunbar to Kentucky points, owing to al- 
leged misrouting. Demand cease and desist order and non- 
discriminatory rates. 

No. 6809. Warner Iron Co., Nashville, Tenn., vs. L. & N. 

Allege unjust and unreasonable provisions as to diversion of 
coke in transit from Appalachia, Va., to Goodrich, Tenn., via 
Bowling Green. Ky. Demands cease and desist order, maxi- 


‘ 


mum reasonable rates, and reparation. 
No. 6810. Southport Mill, Ltd., New Orleans, La., 
S. W. et al. 
Against a rate of 28%c on cottonseed cake from Texas 
points to New Orleans for export, as excessive, unreasonable 
and unjust, to the amount that it exceeded 18%c. Cease and 
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desist order, the establishment of maxima rates, and repara- 
tion demanded. 


No. 6811. Jones & Hurst et al, vs. A. T. & S. F. et al. | 
Unjust and unreasonable rates on shipments of granite and 
marble from Chicago, Ill, St. Louis, and points in Kansas, to 


Colorado common points. Cease and desist order, the estab- 


lishment of maxima rates and reparation demanded. 2 2 
No, 6812. Pacific Motor Supply Co., San Francisco and Los An- Steamship Service 
geles, vs. A. T. & S. F. ee ba 
Unjust and unreasonable L. C. L. rates on shipments of Regular Passenger and Freight Sailings from 
motorcycles from points in Illinois to Los Angeles and San : 
Francisco. The establishment of maxima rates and repara- NEW YORK BOSTON & NEW ORLEANS 
tion demanded. 9 
No. 6813. Hynes Elevator Co. et al., Omaha, Neb., vs. C. M. & TO 
St. P. et al. — _—s 


Unjust, excessive and illegal rates on shipments of corn Kingston Port Antonio and Jamaica Outports, Ha- 
from points in South Dakota via Council Bluffs to Kansas . 


City, the rates being made up of proportionals. Cease and vana, Cuba, Colon and Bocas del Toro, Panama, 
desist order and reparation demanded. Cartagena, Puerto Colombia and Santa Marta, 
No. 6814. Smith, F., & Son, Clinton, Ia., vs. C. & N. W. Colombia, 


Against the assessment of the lumber rate on box shooks : . 
for shipment from Wisconsin points to Clinton, Ia. The es- Port Limon, Costa Rica, 


tablishment of reasonable maxima rates demanded. and ports of 
Gautemala, Honduras and British Honduras. 


No. 6815. Rock Hill (S. C.) Buggy Co. vs. Southern Ry. et al. 
Excessive, unreasonable, unjust rates on vehicle parts and 
materials, C. L. and L. C. L., to Rock Hill from Cleveland, 


Cincinnati, Dayton, Troy, Columbus and elsewhere in Ohio, CONNECTIONS. 


Pennsylvania, West Virginia, North Carolina, Georgia, Ken- _ . 

tucky, Tennessee, Illinois, New York, Michigan, Maryland, At COLON—for Panama City and Pacific Coast 
Massachusetts and New Jersey. Reasonable maxima rates ports of Colombia, Ecuador, Peru, Chile, Mexico 
ind reparation demanded. and Central America. 


At CARTAGENA and PUERTO COLOMBIA—for 
Bogota, Medellin and interior points of Colom- 


MINOR UNREPORTED OPINIONS At PORT LIMON—for San Jose and other points 


on the Northern Railway. 


: ° 
No. A559, Case 6281. Traffic Bureau of Knoxville, Tenn., At PUERTO BARRIOS—for Guatemala City and 

vs. Alabama & Vicksburg Ry. Co. et al. Southern Classification other points on the International Railways of 

rating of one and one-half times first class on cocoa butter in Central America. 

bags or bales found unreasonable and rating of first class pre- 

scribed for the future. tating of first class on the same com- 

modity in boxes or barrels not found unreasonable. ADDITIONAL SAILINGS from Philadelphia, 


No. A560, Case 5837. Ellicott Brick Co. vs. B. R. & P. Ry. 
Co. et al. Complaint alleges that rates on common or building 
brick from Orchard Park and Jewettville, N. Y., to Canadian 
points are unreasonable. Held: That the rates as a whole are 
not unreasonable. Rates to certain specific point found un- 


Baltimore, Mobile and Galveston. 


For rates and other information address 


reasonable. M. V. ae ant rm is Goer Fae Agent, 
No. A575, Case 5824. Chattanooga Bottle and Glass Mfg. 17 ttery Place, New York, N. Y. 

Co. vs. N. C. & St. L. Ry. Co. et al. Fourth Section Applica- J. J. KELLEHER : : . General Freight Agent, 

tions Nos. 458 and 1952. Reparation awarded on account of 630 Common Street, New Orleans, La. 


unreasonable charges on carload shipment of glass bottles from 
Chattanooga to Pulaski, Tenn., via an interstate route. The 
maintenance of a rate for the transportation of glass bottles, 
Cc. L., from Chattanooga, Tenn., to Pulaski, Tenn., via an inter- 
state rosie which aieeete the aggregate of the intermediate 
rates based on Nashville, Tenn., not justified by defendants and 
relief from provisions of the Fourth Section of the act denied. LABOR-SAVING 

No. A579, Case 6117. Mount Pleasant Fertilizer Co. vs. L. COST-CUTTING 
& N. R. R. Co. et al. Charges collected for the transportation 
of shipment of printed matter, L. C. L., from St. Paul, Minn., 


Mt. Pleasant, Tenn., found to have been in excess of the Conveyers 


published rate. Carrier required to refund overcharge of 97c. 








No. A581, Case 6148. J. A. Brittain vs. N. C. & St. L. Ry. 
: et al. The rate on walnut logs, carload, from Jackson, Tenn., OF ALL TYPES, BOTH 
to East St. Louis. Ill, found to have been unreasonable and GRAVITY AND POWER 
; reparation awarded. 
No. A561, Case 4930. Young & Cutsinger vs. L. & N. R. R. 
Cs — poten chareet jor ne Sat ee ot ge. © ee The Mathews Line of 
‘om Providence anc illiams, y.. ane umboldt, Fruitvale, : 
Trezevant and Pomona, Tenn., to Evansville, Ind., not shown Handling Devices are recog- 
have been unreasonable and complaint dismissed. nized as standard ,represent- 
, No. A562, Case 5388. H. B. Lipe vs. St. LT. M. & Sou. et ing the highest degree 
A Charges collected on emigrant’s movables rom Clare- mechanical efficiency 
’ more, Okla., to McIntosh, N. M., which were stopped enroute ss 
- to complete loading, not found to have been unreasonable and The passing of 
complaint dismissed. the truck and plat- 
s No. A563, Case 6083. A. B. Currie Co. vs. C. & N. W. Ry. ee ae 
- Co Decided April 7. Demurrage and reconsignment charges suedsiae aak Gedo. 
n assessed on carload shipments of anthracite coal at Missouri smasto handling ap- 
r Valley, Ia., found to have been due to an error in the applica- pliances for secur- 
ir lion of the defendant’s tariffs and reparation awarded. ing maximum speed 
r No. A564, Case 6103. Madera Co. vs. G. H. & S. A. Ry. Co and economy in the 
ll et al. Complainant’s allegation of misrouting of carload ship- handling of package 
d ment of lumber from Madera, Mexico, to Covington, Ky., not freight, in wood, 
a found sustained and complaint dismissed. paper or metal con- Mathews Gravity Double-Roller Spiral 
_ INo. A565, Case 6112. Sanford Richards vs. C. B. & Q. R. R tainers. 
1- Co. et al., following Lewis vs. C. B. & Q. R. R. Co., 251. C. C.. We put the first steel, ball-bearing Gravity Conveyers on 
97 Reparation denied on carload shipments of coal moving the American market. Now we have many perfected types 
ry fr - Colorado points to Orleans, Neb. Complaint dismissed. = gee F ne agp eee . oe 
ss 0. A566, Case 6203. Southern Lumber Co. vs. L. Ry. & ur patents cover the best-known and most successfu 
1- Nav, Co. et al. Complainant alleges that owing to defendants’ mechanical ideas employed in conveyer construction, both 
n- failure to properly carry out order for diversion unreasonable gravity and power. 
harges were collected for the transportation of carload of t o~ devices are used almost exclusively by leading manu- 
nber from Bullion, La., to South Bend, La. Held: That the ty wholesalers, jobbers and handlers of every known 
of — one not show that ea were chargeable with Every industry has its handling problem, involving a large 
ia 0 affect the diversion before the car was out of route. annual expense for wasted time and labor. For nearly all 
ri - _ No. A569, Case 6034. Daves & Daves Grain Co. vs. Midland of such problems we have a mechanical solution. 
Valley R. R. Co. et al. Rate of 14%c per 100 pounds for the Send for our catalog covering equipment for handling mis- 
L ransportation of corn, C. L., from Adamsville and Gudda cellaneous -commodities. 
“prings, Kan., to Wann, Okla., found unreasonable in so far Special spiral catalog and special brick conveyer and lum- 
a as nf stenets a rate of 10c per 100 pounds. Reparation ber conveyer catalogs on request. 
awarded. : 


ill, Cent. R. R. Co.. Fourth Section Application No. 2045. Rate 
for the transportation of club turned handles in the rough, Branch Factories {Troe ood Ci 

©. I., from West Point, Miss., to Cairo, Ill, unreasonable to (LON N, G. Ellw: La City, Pa. 
the extent that it exceeded rate contemporaneously in effect Branch Offices in All Leading Cities 


me ny NO-, A8570, Case No. 6347. Clark-Danforth Handle Co. vs. MATHEWS GRAVITY CARRIER CO. 
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from and to same points on lumber from which club turned 
handles are made. 

No, A571, Case 6262. Corning Glass Works vs. Erie R. R. 
Rate for the transportation of nitrate of soda from Long Diock, 
N. J., to Corning, N. Y., unreasonable and reputation awarded. 

No. A572, Case 4984. Archie Floran et al. vs. Wells Fargo 
Reparation awarded because of misrouting by defendants 


et al. 
of one violin shipped from Lemmon, 8. D., by an interstate 
route to Watertown, S. D. 

No. A573, Case 6078. Grand Lake Co. vs. Me. Cent. R. R. 


Rate of 14c per 100 pounds for the transportation of bag 
paper, C. L., from Rumford Falls, Me., by an interstate route 
to Woodland, Me., found to have been unreasonable to the 
extent that it exceeded a rate of 10c. Reparation awarded. 
No. A574, Case 5885. Gulf Lumber Co. vs. M. La & Tex. 
R. R. & S. S. Co. et al. Rate of 9c per 100 pounds from Ful- 
lerton, La., to Texas City, Tex., on lumber, C. L., destined to 
New York City via coastwise steamship lines feund to be un- 
justly prejudicial to the extent that it exeeeds 8c. Reparation 
awarded. 


No. A576, Case 6219. B. Johnson & Son vs. L. & N. R. R. 
Co. Rates for the transportation of railroad ties from Wilton 
and Molus, Ky., to Cincinnati, O., umreasonable and reparation 
awarded. 

No. A577, Case 6074. Muskogee Wholesale Grocery Co. vs. 
S. L & S. F. R. R. Co. et al. Rate applied for the transporta- 
tion on a carload of canned hominy from Kansas, Ill, to Mus- 
kogee, Okla., found to have been in excess of the rate law- 
fully applicable. Reparation awarded. Subsequently, the estab- 
lished rate of 46c per 100 pounds on this traffic not found to 
have been unreasonable or unduly prejudicial. 

No. A578, Case 5854. Boice Lumber Co., Inc., vs. Caro C. 
& O. Ry. Co. et al. Rate charged on carload of chestnut lum- 
ber from Hurricane, Va., to Cincinnati, O., unreasonable and 


reparation awarded. 
No. A580, Case 6101. John E. McMurtry 


West Ry. Co. et al. Reparation awarded 
reasonable charges due to misrouting of four carloads of wool 
from Tazewell, Va., to New York, N. Y. 

No. A558, Case No. 5471. Shea Bros. vs. Tenn. Ry. Co. et al 
Rate charge for the transportation of one locomotive from 
Straight Fork, Tenn., to Cincinnati, O., consigned beyond Cin- 
cinnati to Lima, O., unreasonable and reparation awarded. 

No. A567, Case 5787. National Refining Co. vs. A. T. & 
S. F. Ry. Co. et al. Rate of 22c per 100 pounds on petroleum 
and products from Coffeyville, Kan., to Hannibal, Mo., un- 
reasonable to the extent that it exceeds a rate of Iie. No 
reparation awarded. 

No. A568, Case 5158. Curry & Whyte Co. 

Reparation awarded in the sum of $46.84, account of un- 
reasonable rates for the transportation of five earload ship- 
ments of logs from Mirbat, Minn., to Duluth, Minn. Reason- 
able rates prescribed for the future. 


Co. 


& Co. vs. Norf. & 
on account of un- 


vs. Gt. Nor. Ry. 


Co. 





FEBRUARY RAILWAY FIGURES 





A summary of the revenues and expenses of the 
steam roads in the United States for February, 1914, 
prepared by the Bureau of Railway Economics, has been 


issued by the railroads. Railways operating 225,539 miles 
of line are covered 90 per 


by this summary, or about 
cent of all steam railway mileage in the United States. 
Their operating revenues for February amounted to $203,- 
022,222, This amount includes revenues from freight 
and passenger traffic, from carrying mail and express, 
and from miscellaneous sources connected with rail op- 


Compared with February, 1913, total operating 


eration. 
revenues show a decrease of $23,330,211. Total operating 


revenues per mile of line averaged $900 in February, 
1914, and $1,011 in February, 1913, a decrease of $111, or 
11 per cent. There were decreases of 13.1 per cent in 
freight revenue per mile and of 5.4 per cent in passenger 


revenue per mile. 

Operating expenses, which include all the costs of 
maintaining track and equipment, operating trains, se 
curing traffic, and of administration, amounted to $164, 
379,406. This was $4,031,222 less than for February, 1913. 
These operating expenses per mile of line averaged $729 
in February, 1914, and $752 in February, 1913, a decrease 
of $23 per mile, or 3.1 per cent. 

Net operating revenue, that is, total operating reve- 
nues less operating expenses, amounted to $38,642,816, 
which was $19,298,989 less than for February, 1913. Net 
operating revenue per mile of line averaged $171 in Feb- 
ruary, 1914, and $259 in February, 1913, a decrease of 


$88 per mile, or 33.8 per cent. 
Taxes for the month of February amounted to $11,- 
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276,646, or $50 per mile, an inerease of 10.3 per cent 
over February, 1913. 

Operating income, which is net revenue from rai 
and auxiliary operations, less taxes, averaged $119 per 
mile of line, and in February, 1913, $212, thus decreasing 
$93, or 44 per cent. Operating income for each mile ot 
line for each day in February averaged $4.25 and for 
February, 1913, $7.58. Operating income is that propor 
tion of their operating receipts which remains available 
to the railways for rentals, interest on bonds, appropria 
tions for betterments, improvements, new construction 
and for dividends. 

The operating ratio for February, that is, the per 
cent of total operating revenues absorbed in operating 
expenses, was 81 per cent, which is comparable with 
74.4 per cent in February, 1913, and 73.7 per cent in 
February, 1912. 

Eight Months of Year. 

Comparison of returns for eight months of the cur 
rent fiscal year with those of the corresponding months 
of the previous fiseal year reveals a decrease in total 
operating revenues per mile of 2.5 per cent, an increase 
in operating expenses per mile of 3 per cent, and a 
decrease in net operating revenue per mile of 13.9 per 
cent. This net operating revenue per mile decreased 22. 
per cent in the East, as compared with the corresponding 
period of the previous year, decreased 1.2 per cent in the 
South, and decreased 9.9 per cent in the West. 

When the returns for the two months of the calendar 
year 1914 are compared with those of the corresponding 
months of 1913, they show a decrease in total operating 
revenues per mile of 9.2 per cent, a decrease in operating 
expenses per mile of 3.2 per cent, and a decrease in net 
operating revenue per mile of 26.3 per cent. This net 
operating revenue per mile decreased 46.5 per cent in the 
East as compared with the corresponding period of the 
previous year, decreased 12.3 per cent in the South, and 
decreased 12.5 per cent in the West. 

Returns for February reduced to a per mile of line 
basis and compared with the returns for February, 1913. 
show a decrease in total operating revenues per mile 
of 11 per cent, and a decrease in operating expenses per 
mile of 3.1 per cent. Net operating revenue per mile 
was less by $88, or 33.8 per cent, than for February, 
19153, while that for February, 1913, was 2.4 per cent 
greater than for February, 1912. 


SOUTHERN PACIFIC FILES ANSWER 


The Southern Pacific Railway Co. has filed in the 
United States District Court at Salt Lake City, Utah, its 
answer in the government suit to divorce the Central P2 
cific from the Southern Pacific. 

The answer, after specifically denying all allegations 
that the Sherman anti-trust law has been violated, point: 
out not only that the two lines were originally built 
operated and developed as one road, but that as far ack 
as 1898 the United States Government itself practic:!!) 
recognized the combination as wholesome. 

It asserts that in the joint operation of these |ines 
through trains have been run by the most direct or 
venient route without reference to their- ownership, 204 
that any separation of the Central Pacific lines from t!:0se 
of the Southern Pacific cannot now be had _ witliout 
detriment to both properties, and without impairing \14 
inconveniencing the public service and the commun ‘ies 
through which the lines pass. 


On- 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 






Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 





H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bidg., St. Louis, Mo. 






















Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 
Pioneer Building. St. Paul, Minn. 







John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 















Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bidg., 
Chicago, IIl. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bidg., Detroit, Mich. 
























Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where EB. BE. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Blidg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bidg., Cleveland, Ohio 



































Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


Blackmar & Bundschu 





H. Ear Iton Hanes Attorneys and Counsellors 
Attorney and Counselor at Law, Suite as 
418 and 419 Colorado Bldg., ; : 
Washington, D. C. Special Attention to Rate Claims and 


Practice Before the Interstate Commerce Commission 


Rufus B. Daniel 


Interstate Commerce Cases Only 












VEN YEARS 
ST TR -BAT IN El P. aso, Texas 






BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 
Luther M. Walter John S. Burchmore 


Formerly Attorneys for Interstate Commerce Commission 
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CARRIERS’ ANNOUNCEMENTS 


TEHUANTEPEC SERVICE HURT. 

The American-Hawaiian Steamship Co. makes the 
following announcement under date of April 22: “The 
trouble between United States and Mexico in interfering 
Wireless reports state 





with our Tehuantepec service. 
that ships and cargoes at the terminal ports are intact, 
but that labor is becoming demoralized. If within the 
next 48 hours it is found advisable to abandon the Te- 
huantepec route for the time being, we expect to divert 
all steamers now in Mexican waters to Panama railroad 
terminals. The service on either coast will then be re- 
sumed by our ships via Panama Railroad, should condi- 
tions make it impossible to return to Tehuantepec. 
Steamers now bound for Salina Cruz on the Pacific, and 
Puerto Mexico on the Atlantic (S. S. “Pennsylvanian” 
V.-8 from New York, April 18) will not enter any Mexican 
port unless full protection is assured. Any shipments 
consigned in our care within the next few days will be 
received subject to the above conditions.” 


TO ENCOURAGE SHEEPRAISING. 

To encourage southern farmers to take up sheeprais- 
ing, the live stock department of the Southern Railway 
has issued a booklet telling of the advantages of the 
South for this industry and giving information in regard 
to the care and management of sheep under conditions 
in the South. A copy of the booklet will be mailed to 
any farmer on request by Live Stock Agent F. L. Word. 
The booklet reproduces an article on sheepraising by 
R. S. Curtis, an authority on live stock, connected with 
the North Carolina Experiment Station. 


MAGELLAN SERVICE RESUMED. 

On account of the closing of the Tehuantepec Route, 
the American-Hawaiian Steamship Co. has resumed its 
original service via Magellan, and is now receiving freight, 
and will have regular sailings for all of its United States 
Pacific Coast ports and Hawaii. The time via Magellan 
approximates that via present Panama route, and is about 
twenty days longer than via Tehuantepec, with no re- 
handling of freight. Present rates of freight will apply. 
All freight now on hand and that which is consigned to 
us from interior points will be forwarded by Magellan 


service. 


TIME INSPECTION SYSTEM. 

The importance of the railroad clock and the railroad 
man’s watch has lately been emphasized on the New 
Haven road by the installation of a new system of time 
inspection for all its lines, this being one of several moves 


Easy to Operate 


Railroad Form 
Desk and Pocket Size 
Price on Application 


THE TRAFFIC WORLD 


Avoids Errors 


STRICKLAND’S CAR-DEMURRAGE RECORD | 


In use for twenty years. 


Records Daily the History of Each Car Simply and Concisely From 
Arrival to Release 


J.W. STRICKLAND 
Milwaukee, Wis. 
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Under the new system not 
only must all clocks and watches in use be up to a 


in its Safety First program. 


certain standard, but they must also be regularly in- 
spected twice-a month by expert watchmakers appointed 
for the purpose. The introduction of this new time in- 
spection service has involved the organization of a spe- 
cial department, under the direction of Webb C. Ball, 
general time inspector for the company. Working under 
him at different division points are watch inspectors, to 
whom all watches must be turned in for inspection twice 
a month, and who in turn issue certificates showing that 
the watches in use are up to the required standard. 
NEW PARLOR CAR SERVICE. 

The Chicago & North-Western Railway announces 
that, effiective May 4, new parlor car service will be estab 
lished daily between Chicago and Des Moines, leaving Chi 
cago at 10:15 a. m, and leaving Des Moines at 10:50 a. m 


POSITIONS WANTED OR OPEN 


EXPERT RATE AND CLAIM .MAN,-at present Au- 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference. 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, Ill. 














TRAFFIC MANAGER—Practical rate man, having had 
considerable experience in revising, billing, applying rates 
and preparation of rate data for hearings. Ten years’ of 
experience in both local and general offices, occupying 
positions as Chief Claim Clerk, Accountant, and Traveling 
Auditor. Best references; address JR. 31, Traffic World, 


Chicago, Il. 
CLES LLL ALES IA CTC ETS CE STEED ET A TT EEL A CERT 
TRAFFIC MANAGER—Age 34, single, steady and 
reliable. Nine years in local freight office and freight 
claim department of Michigan Central Ry., Detroit. 
four years in commercial traffic work. My experience 
covers every detail] of commercial and railroad traffic 
work, viz: Rates, routing, claims, accounts, exporting, 
office system, correspondence and movement of carload 
and less-than-carload business. Policy: aggressive, yet 
courteous; every detail of traffic work started right 


and kept there. At present traffic manager for a 
large mail-order furniture manufacturing concern. |} 
am seeking a larger field and would prefer a Detroit, 
Ch'cago or New York position. 
L. N. 217. 


) 


Address Traffic World, 










Saves Demurrage 


Shippers’ form 
Price{jop Pare $3.00 | 
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THE TRAFFIC WORLD 


EXPORT BUSINESS. 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 


of material assistance to manufacturers. 


We quote rates of Freight and Marine Insurance to all places abroad and shall - 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, ‘New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 





Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 
Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


Huguenot Express Co. 
NEW YORK, N. Y. 


624 West Thirty-sixth St. Phone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities for storage 
and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 443 Marquette Building. 
ST. LOUIS . 1501 Wright Building. 

Carload distribution to all railroads at Chicago and St 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 








Terminal Transfer & Storage Company, Inc. 


U. S. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 








Bash Storage Company 
FT. WAYNE, IND. 

Unsurpassed facilities for storing, handling, trans- 
ferring and forwarding goods; ample cold storage plant in 
connection, if desired. Yard room for outdoor storage. 
Two private switches connect plant with all roads. Give 
estimated amount of space required and kind of goods. 
Ft. Wayne has thirteen railroads, interurban and steam. 
Second city of Indiana. 


Savannah Bonded Warehouse and Transfer Co. 
SAVANNAH, GA. 


WE CAN RECONSIGN AND STORE ANYTHING 
CUSTOM HOUSE BROKERS. 


350-356 Seneca St. “Unsurpassed facilities’ for stor- 


ing, handling, transferriag and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, tramsfer and 
reshipping agents, cusf6m house brokers. Borded and 
free warehouses. 





Wiesenfeld Warehouse Co. 


JACKSONVILLE, FLA. 


STORAGE, DISTRIBUTING AND REFPORWARDING 
In heart of business district. On both rail and water. 
Prompt attention to all shipments, large or small. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 














LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters. to co-operate with the Inter- 
state Commerce Commission, state rali- 
road commissions and _ transportation 
*omiparies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
‘aws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 

Headquarters, Tacoma Ride... & North 

La Salle St., Chicago. 


apolis, Ind. 


tion. W. J. 


Officers, 


Be Ge WU ROOR. 20s cans 

Commissioner, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 

\ re <r e ee 

Commissioner, Freight and Traffic Di- 

vision Chamber of Commerce, Indian- 


én een ee ae President 


ay fies Vice-President 


Oscar F. Bell ........ 
T. M. Crane Co., 
Ave., Chicago, IIl. 
David P. Chindblom 
5 North La Salle St., Chicago. 


Secretary-Treasurer 
836 South Michigan 


Tay Asst. Secretary 


National Implement and Vehicle Associa- 
Fivans, Freight Traf. Mer., 
American Trust Pilég., Chicago. TN 


As a Friend of THE TRAFFIC WORLD, piease Mention the paper In writing to advertisers. 


of the United States. J. J 


Pres., Cincinnati, O.; R. S. 


National League of Commission Merchants 
Castellini, 
French, 


Business Manager, 202-204 Franklin at. 


New York. 


Northern Pine Manufacturers’ 
tion. 


Sterling Manufacturers’ 
Association. 


Falls, Ill. 
H. Wood, Vice-President; W. 


Traffic Manager. 





The Memphis Freight 
Donelson, Pres.: 
Pres - 


Memphis, Tenn. 


Bureau. L. 


Assocla- 
H. 8. Childs, Secy., Minneapolis. 

and Shippers’ 
In charge of traffic in- 
dustries located at Sterling and Rock 
W. P. Benson, President; H. 


leigh, Secretary-Treasurer; W. E. Long 


R. 


Thomas, Vice- 
Tames & Pavant, Commissioner, 


THE TRAFFIC WORLD 


A TRIP TG WASHINGTON 


Takes Time and Costs Money 
WEY TAKE IT 
When 


he Traffic Service Bureau 


With its intimate knowledge of 
the various Governmental De- 
partments will serve you 
reasonably and well? 


Rate Compilations or Comparisons 
Classification Inquiries 
Statistical or Historical Data 
Any Special Service 


WRITE SPECIAL SERVICE DEPARTMENT 


The Traffic Service Bureau, 508 Colorado Bldg., Washington 


Owners and Publishers The Traffic World 





